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fiscal year ended June 30, 1907, were valued at $952,000,000; $62,- 
000,000 more than in the previous year. The value of the cotton ex- 
ported was $481,000,000, an increase of $81,000,000, while that of 
breadstuffs and provisions was $391,000,000, a decrease of $18,- 
000,000. In the last classification are found the most striking figures 
of the report. The value of the exports of canned beef dropped from 
$6,400,000 in 1906, to $1,600,000 in 1907, a reduction of 75 per cent., 
meaning a loss in wages paid to working people of perhaps $2,000,- 
000. In Secretary Taft’s eulogy of the President, a few days ago, 
he omitted mention of this instance of “his amazing quality for 
doing things on their (the people’s) behalf.” The President made 
the lurid charge that packing processes were disgusting and. the 
product poisonous. The investigation and analyses failed to sub- 
stantiate this, and independent investigators (see Hoff & Schwabach) 
expressed their opinion that American packing houses were the 
best in the world. Congress passed a law on the subject, however, 
and the President, having nearly annihilated one export industry, 
turned his attention to another subject with untiring versatility. 








SECRETARY TAFT ON RAILROAD REGULATION 


We print in another column a liberal extract from that part of 
Secretary Taft’s Columbus speech which concerns railroads. Mr. 
Taft has a much clearer idea of the possibilities and desirabilities 
of corporation regulation by the government than a certain other re- 
doubtable maker of speeches has, and his comments are worth read- 
ing. Mr. Taft believes, with the editor of the Railroad Gazette, 
that the chief benefit of the rate law is likely to be its influence in 
discouraging attempts to renew old abuses. He does not mention 
the secondary advantage, that the presence of a strong law and an 
intelligent commission will some day tend to lessen legislative action 
against railroads, on the same principle that mob rule decreases 
when efficient police power increases. He _ believes, further, 
that far too much pother was made about the court review pro- 
visions of the rate law, since the courts would in any case have had 
it in their jurisdiction to determine whether the administrative 
tribunal had followed correctly the limitations upon its course of 
action imposed by the act of Congress creating it, and also whether 
its order, taken as an authorized expression of the legislative power, 
deprived the railroad company of its right, under the Fourteenth 
Amendment, to derive a fair profit from the use of its property. 
Mr. Taft recommends an amendment which will enable the Inter- 
state Commerce Commission to prescribe a uniform freight classifi- 


issue stocks and bonds 
He also favors legislation 
in a 


pany engaged in interstate commerce to 
without the approval of the commissicn. 
which will make it impossible for a railroad to own shares 
competing line, or for a single officer or director to serve on two 
competing lines. He is opposed to government ownership, for rea- 
sons which he clearly sets forth, and he believes that the super- 
vision which he outlines as proper will work against it, and will 
not materially reduce individualism in railroad operation. He be- 
lieves in legally sanctioned rate agreements; thinks the importance 
of fixing rates is much overestimated, and deprecates the assump- 
tion that a physical valuation can be a chief meaus for a great re- 
form in rates. Finally, he believes in additional legislation to pro- 
mote public safety, and may perhaps approve of the abolition of the 
fellow-servant rule, though he does not say so, in his guarded dis- 
cussion of it. 

It is both interesting and important that we 
Taft’s creed thus set forth. He is likely to be our 
tive, and, whether he is or not, he represents the 
the present administration, as opposed to its wild 


should have Mr. 
next chief execu- 
sober thought of 
words. The gen- 


eral impression obtained from a careful reading of his speech is 
that he believes in a simple, matter-of-fact application of govern- 


ment police power to check abuses: We do not concur in all that 
the Secretary says. We think that he has much exaggerated the 
existing over-capitalization of certain railroads. In one paragraph 
he says in effect that if securities had not been used for fraudulent 
purposes, and if the proceeds from the sale of them had been ap- 
plied direct to the properties we should have had much less car 
shortage and other difficulties occasioned by physical defects in the 
railroad systems than we have had. We believe the impression 
conveyed by this statement is not quite correct. The manipulation 
of the Alton securities has frequently been cited as an example of 
the state of affairs to which the Secretary alludes, yet we krow that 
the Alton securities were issued to cover improvements made to 
the property out of earnings during a series of past years, and if 
these improvements had been charged direct to capital at the time 
they were made, the Secretary’s requirements would apparently 
have been fulfilled while the situation would have been unchanged, 
as regards the physical condition of the property. 

But the speech as a whole is an uncommonly sound document. 
The comment on valuation of railroads to the effect that it is not 
necessarily objectionable if thought relevant to any issue, but that 
it cannot be used alone to reform rates, is thoroughly sane, and 
directly in line with what has often been said in the Railroad Ga- 





192 


zette; and the statement that tariff wars do not help either the 
public or the railroads by the violent fluctuations in rates which 
they occasion, and that rate agreements should be allowed, subject 
to the approval of the Interstate Commerce Commission, is good 
doctrine. We note, however, that the Secretary has apparently some 
fear that consolidation of railroad properties will go far beyond 
anything we have now seen, and he urges that a railroad should 
not be allowed to hold the stock of a competitor. We are not pre 
pared to subscribe to this, principally for the reason that 
it is extremely hard to define the word “competitor,” and also be- 
cause a train of argument not unlike that used by the Secretary in 
referring to rate agreements can be applied equally well to the 
general competition between railroads. It is easy to overdo govern- 
ment by commission, and we think most thoughtful persozs will 
agee that this country has been greatly over-governed in the last 
two years. 


THE NEW HAVEN-BOSTON & MAINE SYSTEM. 


The action of the Massachusetts Legislature against the merger 
of the New York, New Haven & Hartford and the Boston & Maine 
is suspensive and in no sense final. As the case stands, with the 
New Haven holding, through its agents, about two-fifths of the 
outstanding shares of the Boston & Maine, with many other of the 
Boston & Maine stockholding interests friendly to the merger, and 
President Tuttle and a number of the Boston & Maine directors 
also favoring the plan, the New Haven control is practically assured 
and waits only for details until the next meeting of the Massa- 
chusetts law-making body. The legislature may harass and delay 
but it cannot in the end check the union of the two systems. For 
purposes of analysis and description, the merger may therefore be 
treated as a completed fact and sanctioning, as a condition and not 
a hypothesis, the map of the combined systems, shown on another 
page, including the electric system of the New Haven in three 
states, never heretofore published, and a second map taken from 
the larger one, showing in larger scale these electric lines alone. 

The double combination of electric and steam roads has no 
parallel or even analogy in the railroad systems of the world. Other 
systems have greater mileage, larger equipment, and penetrate 
more unique or more picturesque regions. New England has no 
counterparts of the snow-clad mountain ranges of the Canadian 
Pacific, nor, on the other hand, the features of the railroad lines 
of tropical Africa or sub-tropical Mexico. But nowhere will be 
found a region where industrial energy, dense population, great 
factory product, extensive coast line and sea traffic, and freight and 
passenger business in about equal proportions, and both large, abso- 
lutely, are controlled under equal conditions of territorial monopoly. 
Then, again, there is the great electric annex of the steam system. 
This alone, representing a field into which President Mellen has 
pushed as a venturesome pioneer, gives the new combinations an 
abiding meaning in the science of transportation. A very few years 
more, especially if they include a recession of prosperity, will not 
only try out in New England on a great scale the policy of joint 
operation of formerly competing steam and street railroads, but 
very likely also solve, positively or negatively, the problem of 
exchanged traffic with steam power, much more generally than roads 
superseded by electricity. On shorter lines and more restricted 
areas the test is being made elsewhere. But in southern New Eng- 
land its size and variations dwarf all others. 

This electric ownership of the New York, New Haven & Hartford 
calls for special attention. Its location and wide sweep in Connecti- 
eut will first be noticed. That state contains 18 cities. Of these, 
New Haven, Hartford, Bridgeport, Waterbury, New Britain, New 
London, Norwich, Norwalk and South Norwalk, Stamford, Meriden, 
Willimantic, Ansonia, Derby, Middletown, Putnam and Rockville— 
17 in all—besides townships like Winchester, Greenwich and Tor- 
rington, that are more populous than some of the cities—are covered 
exclusively by the New Haven’s street railway lines. Its reach 
along the populous western coast of the state and even more popu- 
lous céntral region, with almost every cross-country line paralleling 
the steam road, as well as focussing at the cities, suggests those 
possibilities of “bunching” cars and retrainment which President 
Mellen has repeatedly forecast. 

Turning next to Massachusetts, the striking feature is the elec- 
tric paralleling of the Boston & Albany by the New Haven’s electric 
lines. They already span the gap between Springfield and Worcester 
with a number of laterals; stretch nearly half-way between Spring- 
field and Pittsfield, with power to build between the latter city and 
Albany; and complete parallelism of the Boston & Albany goes on 
apace, tending more and more to cut off its local passenger traffic 
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and reduce it to a through line—a kind of long bridge between 
Boston and Albany. In Rhode Island the grouping of the acquired 
trolley system is evidently defensive rather than aggressive, pro- 
tecting the populous Providence and Fall River region and Black- 
stone Valley against long-distance electric rivalry. 

The great parallel electric mileage which the New Haven has 
acquired in the narrow valleys like the Naugatuck, upper Housa- 
tonic and Blackstone, suggests another feature of the Mellen policy 
likely to be realized ere long—reduction of local trains, the use of 
the valley steam roads chiefly for express service, and the transfer 
of purely local business to the trolleys. Joined with this are com- 
prehensive plans for expansion of trolley, express and freight serv- 
ice already begun, and combinations of steam-trolley excursion serv- 
ice. The high potential for such purposes of a vast trolley system 
that represents some 1,300 miles of single trackage, market value 
of $100,000,000 or more, and gross earnings of some $18,000,000 a 
year, most of it in a densely populated region and touching seaside 
resorts at many points, goes with the statement. 

Coming next to the import of the new merger itself, its magni- 
tude in figures cannot be expounded accurately owing to recent 
changes in capitalization of the New Haven and unreported earn- 
ings of its now somewhat complex marine properties. But, as a 
rough statement, the steam mileage of the combination may be 
given as 5,700 miles, to which some 3,700 more would have to be 
added in terms of mileage for single track. Gross earnings of the 
system, counting in the New York, Ontario & Western, the Central 
New England, the Sound lines, the electric roads—which, by the 
way, show a constant increase—and the newly acquired coastwise 
properties, will hardly fall during the first year of joint operation 
below $150,000,000 a year, putting the system in absolute earning 
power in the front line of the great railroad systems of the country, 
and with exceptional earning power per mile of steam road oper- 
ated. After the proposed issue of some $30,000,000 of new stock of 
the New Haven, the total steam road capitalization may be roughly 
estimated at about $150,000,000, calling for dividend requirement at 
the 8 per cent. rate of $12,000,000 a year. Since the last official 
annual statement charges of the New Haven system as a whole, 
ahead of dividends, have so shifted, and the charges themselves are 
so intricate, that no satisfactory estimate of debt—including in that 
term capitalized leases—can be made. Out of the whole steam 
mileage in New England, when the merger is completed, the New 
Haven will control about three-quarters, and of really profitable local 
traffic practically the whole, nearly all of the outside roads, except 
the Bangor & Aroostook, being of the through traffic or “bridge” 
type, like the Boston & Albany and the Canadian extensions into 
Maine. 

The possibilities of the merger are many and some of them 
intricate. They are so numerous that they can here be stated only 
in condensed shape. They include: 

(1) The unifying, acceleration and enlargement of service 
through central New England from New York city to Canada and 
coastal points in Maine. 

(2) Closer connection for through business with the Canadian 
roads, which, incidentally, may deepen the New England cry for 
Canadian reciprocity and father ultimately an acute political issue 
in New England politics. 

(3) Terminal improvements on a large scale at Boston, includ- 
ing subways to stations. 

(4) Development of the coastwise business in connection with 
through rail lines to the southward, this possibly including owner- 
ship of southern coal mines as feeders of fuel to the amount of 
between 5,000,000 and 6,000,000 tons a year which the new system 
will consume. 

(5) The application to the Boston & Maine system (a) of the 
steady and persistent policy of fiscal and physical consolidation 
which has already advanced so far in the New Haven system proper, 
and (b) a co-operative street railway policy applied to Boston & 
Maine territory. 

(6) Possible transatlantic service. 

(7) Last and largest, great outlays on the too dormant Boston 
& Maine group of roads, to improve roadbed, bridges and equipment, 
and increase train load after the Northern Pacific precedent. 

Between these greater plans many sub-problems lie. Some ot 
them are within the process of merger, some of them afterdate it. 
There are the legislative conditions to attend the consent of Massa: 
chusetts to a merger general and legal, as well as based on stock 
control. There is the attitude of that state, as well as others, to 
the system after the merger has been consummated. There is the 
question of the exercise or non-exercise of the New York Central 
option—now extended for six months—on the Ontario & Western, 
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and, along with it, the outcome of the new trackage rights acquired 
by the New Haven on the Boston & Albany, and the policy of the 
newly-merged corporation toward the Boston & Albany itself. How 
far will the greater New Haven avail itself of its territorial monopoly 
to “trade” business with the through trunk lines and exchange 
high-class freight for low class on long hauls? What will be its 
policy on the question of car detention and per diem? Will it 
change its prolix and localized name for a briefer and more descrip- 
tive one like “The New England Railroad?” and will it shift its 
administrative center from New Haven to Boston, and cease to be 
a Connecticut corporation? 

The bold and highly condensed statement of the policies and 
plans ahead of the merger thus fills considerable space. Collectively, 
they vest the new railroad combination with absorbing interest and 
a value that reaches far beyond the bounds of New England. 








CLASHES BETWEEN FEDERAL AND STATE AUTHORITY. 


Whatever may be thought of the merits or demerits of the 
legislation and of the action of the southern governors which has 
threatened to bring about clashes between federal and state authori- 
ties in three southern states, there is reason for congratulation in 
the fact that the ultimate result will be to send to the Supreme Court 
of the United States a series of cases, the decision of which ought 
to settle, once for all, the question whether a state can close the 
doors of the United States courts in the face of any citizen, or ob- 
struct in any way the orders of those courts issued for the preserva- 
tion of rights guaranteed by the constitution. It is to be hoped that 
the decision of these cases will also make clearer the dividing line 
between federal and state authority over railroads doing both inter- 
state and intra-state business, and that they will afford some guide 
for future legislators as to how far they can go in the direction of 
arbitrary reductions of railroad charges without their acts becoming 
confiscatory. 

The railroads have applied to the federal courts in several 
states for protection against reductions in charges alleged to be con- 
fiscatory, but, thus far, the proceedings have followed the usual 
course, except in the three southern states of North Carolina, Vir- 
ginia and Alabama. 

In North Carolina the legislature prescribed a maximum pas- 
senger rate of two and one-quarter cents a mile for all roads over 
sixty miles long, without any attempt to differentiate between roads 
on account of relative density of traffic, and similarly arbitrary re- 
ductions of about fifteen per cent. were prescribed on joint freight 
rates on routes wholly within the state. 

In Alabama, the legislature prescribed a maximum passenger 
rate of two and one-half cents a mile, without taking into account 
differences in density of traffic, and prescribed reduced maximum 
rates on 110 commodities. 

In Virginia, freight rates were not affected, and the Corpora- 
tion Commission, by which the reduced passenger rates were pre- 
scribed, went about the matter more intelligently, prescribing a two- 
cent maximum for the principal lines, but prescribing two and one- 
half, three and three and one-half cents on certain minor roads and 
branch lines. 

Although this legislation was resisted by all the principal lines 
the brunt of the fight in each state was borne by the Southern 
Railway Company. In North Carolina, the legislation was attacked 
on the ground that it was confiscatory, in that the rates prescribed 
would not yield fair compensation for the service performed. It 
was also contended that the penalties proposed to be imposed for 
failure to put the prescribed rates and charges in effect were ex- 
cessive and would operate to deny to the railroads the equal protec- 
tion of the laws and due process of law. It was further contended 
that the arbitrary exception of roads not over sixty miles long was 
a denial of the equal protection of the laws. 

In Virginia, the action of the Corporation Commission was al- 
leged to be unconstitutional on three grounds. It was contended 
that the provision of the state constitution creating the Corporation 
Commission was in violation of the constitution of the United States 
in that, by proposing to give to the Corporation Commission legis- 
lative, executive and judicial authority over transportation and 
transmission companies, it sought to deny to those companies due 
process of law and the equal protection of the laws. It was con- 
tended that the order of the commission, so far as it applied to the 
Southern Railway Company, was unconstitutional on the ground 
that it was an impairment of the obligation of the contract entered 
into by the state of Virginia in granting the charter of the Southern 
Railway Company, there being in effect at that time, and forming a 
part of th. charter, a legislative provision whereby the state was 
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precluded from changing the tolls of the company without its as- 
sent. It was further contended that the rates prescribed were con- 
fiscatory. 

In Alabama, it was alleged that the rates prescribed were con- 
fiscatory and that a separate act, providing that if any railroad 
company should contest these rate laws in the federal courts, or at- 
tempt to move from the state courts to the federal courts, any suit 
relating to rates, its license to do business in the state should be 
revoked, was unconstitutional. 

At the instance of the Southern Railway Company and other 
companies, sweeping injunctions against the enforcement of the acts 
of the North Carolina and Alabama legislatures were granted by 
United States Circuit Judges Pritchard and Jones, and Judge 
Pritchard also enjoined the enforcement of the order of the Vir- 
ginia Corporation Commission. In both Virginia and North Caro- 
lina, the orders of Judge Pritchard, at the request of the railroads, 
required the giving to each purchaser of transportation evidence of 
his payment in excess of the prescribed rates and the deposit in the 
registry of the court of sums sufficient to repay these amounts if 
the rates should be finally sustained. 

The orderly procedure in all of these cases would have been to 
allow them to take the usual course to the Supreme Court of the 
United States, and this would have been done but for a violent out- 
break of states’ rights sentiment in North Carolina, led by Governor 
Glenn and some of the radical newspapers. The railroads and 
Judge Pritchard were denounced for their alleged defiance of the 
laws and authority of the state of North Carolina, and the governor 
sent a circular letter to each of the superior court judges of the 
state, asking them to instruct the grand juries to indict the agents 
and employees or the higher officers of the railroads for “openly 
acting in defiance of law.” The Southern Railway Company was 
singled out by the governor as the object of attack. Its agents 
were arrested—two of them being sentenced to thirty days’ im- 
prisonment—and President Finley, who was at Asheville, was taken 
into custody on a police court warrant. Justice Pritchard promptly 
ordered the release of all prisoners, as soon as they could be brought 
before him on writs of habeas corpus. In the meantime, all efforts 
made by the railroad officials, supplemented by a special representa- 
tive of the department of justice, to reach an agreemnt whereby the 
rights of the railroads could be protected, pending proceedings in 
the courts, were rejected. The governor would agree to nothing 
that did not involve putting the reduced passenger rates into effect, 
and he threatened to call an extra session of the legislature to enact 
laws, including new railroad tax laws, that would still further 
harass the railroads, and to continue the policy of indicting and 
arresting the agents and employes of the Southern Railway. 

The contest had been carried to a point where it ceased to be a 
question of rates, and was a question of whether the United States 
would enforce the process of its courts against the opposition of a 
state government. Judge Pritchard showed no sign of yielding, but 
the Southern Railway Company was unwilling to be the cause of a 
conflict of authority between the state and the United States, and, 
with the consent of Judge Pritchard, yielded the protection of his 
interlocutory injunction so far as to put the passenger rates into 
effect, the other still standing as to the freight rates and the pend- 
ing litigation being left so as to carry the constitutional questions 
at issue to the Supreme Court of the United States. The other re- 
sisting roads followed the lead of the Southern in putting in the 
passenger rates. 

Governor Glenn having achieved his “victory,” the states’ 
rights fever broke out in Virginia. The publication of the order of 
the Corporation Commission had been enjoined by Judge Pritchard, 
but Governor Swanson threatened to call an extra session of the 
legislature to enact a law prescribing the rates ordered by the com- 
mission. This would have meant a repetition of the same fight 
that had been made in North Carolina, and, having yielded in that 
state, there was nothing to do but yield in Virginia. 

Up to this time, the only action that had been taken in Alabama 
had been the appropriation of $50,000 for the expense of the contest 
in the United States courts, but an accidental occurrence gave Gov- 
ernor Comer his opportunity to get into the lime light. Judge 
Jones had held the act attempting to prevent the railroads from in- 
stituting suits under the rate laws in the federal courts, or removing 
such suits to those courts, to be unconstitutional, and had enjoined 
the secretary of state from cancelling the license of a railroad for 
disregarding this act. Another act had been passed, however, ap- 
plying to corporations generally, and providing for the cancellation 
of the license of any corporation of any other state which should 
attempt to remove any suit to a federal court. A subordinate at- 
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torney of the Southern Railway Company, without the knowledge 
of the general officers, and as a routine matter of business, filed a 
petition to remove to the federal courts a suit for damages for 
personal injury, had no relation to the rate laws, and which was 
filed several months before their passage. The secretary of state at 
once cancelled the license of the Southern Railway Company to do 
intra-state business in Alabama, acting under the law forbidding 
corporations generally from removing suits to the federal courts. 
This law, though clearly unconstitutional, if Judge Jones was right 
in holding the act applying specifically to railroads to be so, was 
not directly passed upon in his decision. The Southern Railway 
Company, notwithstanding the cancellation of its license, continued 
to do business in the state, pending an effort to arrange a settlement 
with Governor Comer. This governor was even more uncompro- 
mising than Governcr Glenn had been. He insisted upon the rail- 
roads putting in the reduced freight rates as well as the passenger 
rates, and to force the railroads to his terms, he threatened whole- 
sale arrests and a special session of the legislature. For the sake 
of the object lesson that would have been given, it is unfortunate 
that the officials of the Southern Railway did not stand firm and 
force the governor to compel them to stop their intra-state business, 
thus giving the people along their lines a practical demonstration of 
the wrongheadedness of the policies of their governor and their 
legislators. However, pursuing that policy of conciliation that has 
marked the administration of President Finley, and preferring to 
suffer injustice rather tnan antagonize its patrons, the company 
yielded, and applied to Judge Jones for such a modification of his 
order as would permit it to put the rates into effect pending the de- 
termination of their reasonableness and justice. Judge Jones, with 
much reluctance, consented to this modification, but, in so doing, 
took occasion to leave no room for doubt as to his opinion that the 
course of Governor Comer tended to anarchy and declared that he 
would be unfaithful to the high trust confided in him if he did not 
utter ‘words of warning against the extraordinary course which 
has been pursued to drive a suitor from the courts.” 

The net results of these proceedings will be that the railroads 
will be subjected to loss of revenue pending the final determination 
of the pending litigation, and the question as to whether the rates 
prescribed in each instance are confiscatory or not will be settled. 
It is to be hoped that a still more important result will be a clear 
and unmistakable decision as to the power of a state government, 
directly or indirectly, to place limitations on the right of any in- 
dividual or corporation to seek in the courts the protection of every 
legal and constitutional right, for, in the words of President Finley, 
“if an appeal to a court of justice is a violation of law, then all our 
courts should come to an end.” 








Train Accidents in July. 





Our record of train accidents occurring on the railroads of the 
United States in July includes 26 collisions and 14 derailments and 
one other accident, 41 accidents in all. This record is not published 
in full as was formerly done, except in the cases of the few acci- 
dents which are especially prominent—in the present instance eight 
collisions and one derailment. The record of “ordinary” accidents 
—which term includes, for our present purpose, only those which 
result in fatal injury to a passenger or an employee or which are 
of special interest to operating officers—is given in the shape of a 
one-line item for each accident, showing date, location, class and 
number of deaths and injuries. This record is based on accounts 
published in local daily newspapers, except in the cases of accidents 
of such magnitude that it seems proper to send a letter of inquiry 
to the railroad manager. The official accident record published 
quarterly by the Interstate Commerce Commission is regularly re- 
printed in the Railroad Gazette. 





The most disastrous accident in the present list, the collision 








1Abbreviations used in Accident List: 


DOr ns ws Sete Rear collision. 

..-Butting collision. 
..Other collisions; as at crossings or in yards. Where only one train 
is mentioned, it is usually a case of a train running into a stand- 
ing car or cars, or a collision due to a train breaking in two on a 
descending grade. 

Broken. 

Defective. 

Defect of roadway. 

Defect in car or engine. 

Negligence. 

Unforeseen obstruction. 

. .Unexplained. 

..Open derailing switch (negligence of engineman or signalman). 

.. Misplaced switch. 
Accidental obstruction. 

.Malicious obstruction of track or misplacement of switch. 

.. Explosion of boiler of locomotive on road. 

Cars burned while running. 

.. Passenger train. 

Freight train (includes empty. engines, work trains, etc.). 

*Wreck wholly or partly destroyed by fire. 

+One or more passengers killed. 
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at Salem, Mich., on the 20th, was r2ported in the Railroad Gazette 
of July 26 and August 2. It was due to misreading of a despatcher’s 
order. 

The collision at Johnson City, Tenn., on the 14th, occurred at 
7.30 p.m., and was due to the carelessness of a hostler in charge 
of a locomotive in the yard, who occupied the main track on the 
time of eastbound passenger train No. 42. He had accepted incor- 
rect infermation from a telegraph operator when he should have 
had a written despatcher’s order. He was running toward the pas- 
senger train. He saw the passenger engine in season to reverse 
and jump off. The engine and first three cars of the passenger 
train were knocked off the track and overturned, but the switching 
engine was not derailed and it immediately ran back to Carnegie, 
where it was stopped, without damage, by the opening of a switch. 
Six passengers were killed in the collision and eight passengers 
and three trainmen were injured, two of the passengers fatally. Ali 
of the passengers killed were riding in the second class car. 

In the rear collision on the Chicago Great Western at Bethel, 
Kan., on the 16th, one passenger in the sleeping car of the leading 
train was killed. Only two other persons were injured, both of 
these being also on the leading train. This train was No. 22 of the 
Burlington road, its presence on the Chicago Great Western track 
being due to a blockade on the Burlington line. The train which 
ran into it was C. G. W. passenger train No. 4. 

The passengers killed in the rear collision on the Chicago & 
North-Western near Belle Plaine, Iuwa, on the 22d, were two drovers, 
riding in the caboose of a freight train. This train was run into 
at the rear by an express passenger train which had run past 
distant and home automatic signals set against it. One drover and 
the engineman and fireman of the passenger train were injured. 

The butting collision just north of Greenville, Pa., on the 23d, 
was between a northbound special passenger train and a southbound 
empty engine, both of them running as second sections of regular 
passenger trains. The empty engine was overturned and its con- 
ductor was killed. The empty engine had absolute right of way 
and a clear block under the’ telegraph block system, to Greenville. 
It had just left its train, consisting of seven cars of excursionists, 
at Osgood, a non-block telegraph station, for delivery to the Lake 
Shore road. The switch of the siding into which the train was 
backed is a considerable distance south of the telegraph office. 
Being delayed in switching the excursion cars, this train was de- 
laying the northbound train and the despatcher attempted to meet 
the two trains at this place (Osgood), placing the restricting order 
with the Osgood operator. But without waiting to receive the sig- 
natures of the conductor and engineman he completed the order to 
the inferior northbound train. Momentarily forgetting the import- 
ance of treating directly with the conductor and engineman at this 
non-block station, he accepted the erroneous assurance of the oper- 
ator that he could hold the train for the-delivery of the order. But 
the southbound engine was within its rights, being in a clear block, 
and, there being no semaphore facilities at Osgood to govern move- 
ments of trains, it got away. When too late, the operator found 
that the cars had been left at the south end of the siding, and that 
the engine, instead of coming to the station as is customary, had 
departed. ; 

The butting collision of passenger trains at Stony Creek, Va., 
on the 27th, about 9 p.m., was caused by the mistake of the engine- 
man of the southbound train, who mistook a freight, standing on 
the side track, for the northbound passenger which he was to meet. 

The collisions at Campello and Middleboro, Mass., on the 28th 
and 29th are notable from the fact that in both collisions the fore- 
most train, a freight, was the same. Two different empty trains 
(passenger crews) ran into it. 

In the boiler explosion at Milan, Tenn., on the 30th, the length 
of the casualty list is explained by the fact that the explosion oc- 
curred just as the train—a northbound fast fruit train—was passing 
another freight train standing on a side track. Two of the killed 
were trespassers. 
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Collisions, No. persons 

-—— Kind of ———, —reported~ 

Date. Road. Place. Accident. Train. Kil’d. Inj‘d. 
2. Pennyslvania ........Sunbury. xe. ee et 3 1”) 
2. Denver & Rio Grande.. Bingham. be. Ft. & Ft. = 4 
4. St. Louis & San Fran.. Birmingham. be. Ft. & Ft. 1 LY 
ae eee St-aw Plains. xc. Ft. & Ft. 1 vs 
8. Atlantic Coast Line..ilue Springs. — be. Ft. & Ft. 2 4 
te oe eb Oe ee Somerset. re. Ft. & Ft. 0 16 
12.. Great Northern..........:. trookston. be. Ft. & Ft. J os) 
as. NO NO hd og Saou Hattiesburg. be. PrP. & Ft. 1 % 
13. St. Louis & San. Fran.. Purdy. be. P. & Ft. 0 s 
134: BORER CRW 6 Soca: cis 5m ln Johnson City. xe. Pant. 6 11 
716. Chic. & Gt.-Western... Bethel. re, Pr, &.2: 1 a 
19. Central of New Jersey.Freemansburg. be. Ft. & Ft. 2 0 
19. Pennsylvania ........Allegheny. re. Ft. & Ft. 1 1 
+20. Pere Marquette . Salem. be. Lge My a 33 70 
$22. ONGC. SE ON We oes a'sseure Belle Plaine. re. P. & Ft. Z 3 
23. Pennsylvania .... 5. Ferney. re. P. & Ft. 0 12 
23. Bess, & Lake Erie.....Greenville. be. P. & Ft. 1 4 
25. Chic. Rk. Isld. & Pac. .Shawnee. re. Ft. & Ft 0 2 
- 3 eS ee ree N. Wilmington. re. Pv. & P. 0 4 
27. Atlantic Coast Line...Stony Creek. be. ee 8 A 1 
28. Lehigh Valley .«.....Waverly. re. Ft. & Ft 1 0 
28. N. Y., .N. H..€ H,.....-Campelio. re Ft. & Ft. 3 3 
20. Ns toy. On ee . . Middleboro. re. Ft. & Ft 0 1 
2. N.S Be. ...:.: eee; re. P. & Ft 1 a 
31. Missouri Pacific ......Atchison. re. Ft. &P 4 2 
ee ae Evington. be. Ft. & 0 1 














AveustT 23, 1907. THE 
Derailments. 

No. persons 

Kxind Cause y-reported— 

Date.  —— Road. Place. of train. of derlmt. Kil’d. Jnj’d. 
8. Chic., burl. & Quincy. Herria. Ft. spread rl. 3 ” 
10. Atch., Top. & S. ie... . Hebron. Ft. runaway. 2 0 
10. Pennsylvania ........ Irwin. Ft. ms. 1 0 
15. Southern ............Jamest’n,N.C. Pass. d. track. 0 11 
19. Chic. & W. Carolina. ..Waterloo. Pass. d. engine. 0 6 
PE, Sea ee Cold River. Pass. washout. 0 1 

21. El Paso & S. W.......Corona. Pass. unx. O many. 
21. Int. & Great Nor.....Manchaca. Ft. unx. 1 v 
+24, C., C., t. & Bi. L..... Kau Claire Ft. unx. 3 " 
2t. BOUthern. .........<...:. + «SEAR. Pass. d.switch. 2 1 
727. Bess. & Lake Erie... . Isic. lass. b. rail. 3 20 
*31. Mobile & Ohio ....... Whitehouse. Pass. unx. 2 3 
*30. Illinois Central ......Milan. F boiler. 5 10 
29. Southern Pacific ..... berkeley. Ft. boiler. 0 2 
31. Baltimore & Ohio.....MciXeesport. Pass. ms. 2 t 

Other Accidents, 

31. Chic. Burl. & Quincy..Bieckenridge. Ft. boiler. + ) 





Of the 15 serious electric car accidents reported in the news- 
papers in July, eight resulted in one or more fatalities each. These 
occurred at Alexandria, Va.; Bellingham, Wash.; East Providence, 
R. I.; North Tonawanda, N. Y.; Clarksburg, W. Va.; Schenectady, 
N. Y.; New York, N. Y. (Third Avenue Elevated line), and 
Watson, Ind. 








Buffalo, Rochester & Pittsburgh. 





The Buffalo, Rochester & Pittsburgh is the first of the coal min- 
ing rai.roads to separate itself from its coal properties since the 
Federal law which requires such segregation by August, 1908, went 
into effect. Previous to the passage of the law the Baltimore & 
Ohio had sold control of the Consolidation Coal Company, the most 
important shipper of bituminous coal on its lines. The Buffalo, 
Rochester & Pittsburgh controlled the Rochester & Pittsburgh Coal 
& Iron Company, which has large coal and iron mining interests. 
Last fall the Mahoning Investment Company was incorporated in 
the state of Maine, and to it was sold the stock of the Coal & Iroa 
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Buffalo, Rochester & Pittsburgh. 


Company owned by the railroad. In return for this giving up of 
the railroad’s investment, the stockholders of the Buffalo, Rochester 
& Pittsburgh received all but a small fraction of the stock of the 
Mahoning Investment Company. Meantime the railroad’s profit and 
loss account was debited with a little more than $1,000,000 of extra 
dividend payments, on this account. 

Under this arrangement the railroad’s common stockholders re- 
ceive the same income returns that they formerly did on their hold- 
ings, but part on their railroad stock and part on their Mahoning 
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Investment stock. The common stock dividend has been reduced 
from 6 per cent. to 5 per cent. a year, waile the Mahoning Invest- 
ment Company pays enough to bring up the returrs to the B., R. 
& P. common stockholder to the former income. Preferred stock- 
holders now receive the same dividends as before on their railroad 
stock, and in addition the dividend on their coal and iron stock, 
which brings up the total return, figured on the‘r railroad holdings, 
from 6 to 7 per cent. Thus the interests of the stockholders are 
maintained, while the company coniorms to the new law. So long 
as the same men hold the raiiroad stock and the investment com- 
pany’s stock, the change is iittle more than a formality. Yet there 
is always the possibility that control of the investment company 
may pass to different interests from those who hold the railroad 
stock. In the cae of this road, which is closeiy controlied by the 
Iselin family, this is not likely to happen, but the possibility is in- 
teresting, particularly in case a similar arrangement should he 
adopted by sorae of the other coal roads. The action of the Buf- 
falo, Rochester & Pittsburgh, however, cannot be taken as a precedent 
for the anthracite carriers, which are the railroads most vitally 
affected by this provision of the rate law. The road is organized 
not under a special charter specifically permitting it to operate 
coal mines, but under the general raiload law of Pennsylvania. 
Most of the anthracite roads, on the other hand, have charters ante- 
dating the Pennsyivania railroad law, empower:ng them to operate 
coal mines. At least one of them, the Lackawanna, has announced 
that its rights to mine coal cannot be impaired by the Interstate 
Commerce Law, and it is probable that all the other companies 
which possess charters specifically granting the rights to mine coal 
will take the same ground. 

The financial record of the Buffalo, Rochester & Pittsburgh 
during the year brings out clearly the present difficulty of secur- 
ing capital for railroad use. On August 1, 1906, the company issued 
three-year construction and improvement notes to the amount of 
$1,500,000, bearing 414 per cent. interest. Six months iater more 
funds were. needed and on March 17, 1807, a new issue of $1,000,000 
one-year notes was made; these bore 6 per cent. interest, a rapid 
jump in interest rate. On May 1 a new consolidated mortgage was 
ereated, covering $35,000,000 50-year bonds, of which $3,000,000 are 
to Le turned over to the company for immediate use, $18,145.0u0 
to be retained for retiring underlying obligations and $13,855,000 
to be issued after July 1, 1908, at a rate not exceeding $1,500,000 
a year, for the future needs of the company. The $3,000,000 imme- 
diately available will, no doubt, be sold as soon as they can he at 
a reasonable price in order to provide funds for the $1,000,000 notes 
payabie next March and the additional $1,500,000 payable in two 
years. These note issues are carried in the balance sheet as cur- 
rent liabilities. As a result current liabilities stand at $4,603,052, 
against current assets of $4,573,286, of which only $3,419,513 is cash. 
The showing therefore is better than it appears, but it is obvious 
that the road could well have a larger supply of working capital. 

In increase in tax payments the company came off worse than 
did the Lehigh Valley with its tax increase of 25 per cent. The B., 
R. & P.’s taxes for the year, with no change in the amount of mile 
age owned and leased, were 35 per cent. larger than in 1906. The 
increase in the tax burden of the company during recent years may 
be even better shown by the fact that in the last three years, 
with an increase of only 43 miles of road owned and leased, a gain 
of 11 per cent., taxes have increased from $115,200 to $212,858, a 
rise of 85 per cent. 

The road is a small low-grade bituminous coal carrier which 
brings coal from the Pennsylvania fields east and northeast of Pitts- 
burgh, north to Buffalo and Rochester and by a car-ferry owned jointly 
with the Grand Trunk, to be opened in October, to Cobourg, Ont. 
It also competes with the Buffalo & Allegheny Valley division of 
the Pennsylvania for traffic between Pittsburgh, which the B., R. 
& P. reaches by trackage over the Baltimore & Ohio, and the two 
New York State cities. Coal furnishes nearly two-thirds of the ton- 
nage moved, and coal, coke, iron ore and iron over three-quarters. 
The revenue train load last year was 543 tons and the revenue loco- 
motive load 435 tons. The locomotive department has lately been 
strengthened by the addition of six decapod engines for pushing 
service over the maximum northbound gradient. These were de- 
scribed in the Railroad Gazette of August 9, 1907. 

Gross and net earnings for 1907 both stand at record figures. 
Gross earnings were $8,666,580 and net earnings $3,524,237, the 
former an increase of $837,129, and the latter of $253,899, over 
1906. There was $103,965 spent on extraordinary expenses and im- 
provements against $93,253 in the previous year. 

The freight tonnage increased 14 per cent. and the freight 
earnings 10 per cent. The number of passengers carried increased 
11 per cent., but owing to a reduction of passenger fares over the 
whole road on November 1, 1906, to meet similar action by the Penn- 
sylvania, earnings from passengers show a small decrease. 

No detailed figures under the different groups of operating ex- 
penses are given. Maintenance of way works out at $1,755 per mile 
owned and leased against $1,545 in 1906, figures which are prob- 
ably much too high, as they take no account of the 127 miles of 
trackage. Without facts as to the arrangements for maintenance 
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of the lines used under such contracts it is impossible to show the 
unit maintenance of way expense with any accuracy. The figures 
given bring out little more than the increased amount spent on 
this account over the previous year. Operating expenses as a whole 
increased 12 per cent. over 1906. 
The following table summarizes the principal operating results 
of the last two years: 
1906. 
4 


Mileage owned 2 
Mileage worked 
Passenger earnings 


4 VER anaes 568 
$1,154,089 





Freight carnings ........ 6,603,112 
Gross earnings ..........000% 7,529,402 
Maint. way and structures 583,158 
Maint. of equipment...... 1,099,368 
Conducting transportation 2,606,693 
Operating expenses .......... 4,559,113 
oS eS Ere agree 3,270,339 
Nee PRROMI 5 5G Ses ene ae « 1,417,391 








Lehigh Valley. 





The annual report of the Lehigh Valley for the year ended 
June 30, 1907, the first to be received of the large number of rail- 
road reports covering that same period, is likely to be typical of 
many of the others. It shows the largest gross earnings in the 
company’s history, a large increase in operating expenses, partic- 
ularly in conducting transportation, and a tremendous increase in 
tax payments—in other words, more business and smaller profits. 

The Lehigh Valley is a combination anthracite coal road and 
New York-Buffalo trunk line. As shown by 
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were ultimately to te charged to capital account or to income, 
and for ample working capital, it was imperative to have large cash 
balances constantly on hand. The attempt to secure a larger divi- 
dend was defeated. 

The results of the year just passed bear out these coxtentions. 
Gross earnings have increased $3,278,575, or 10 per cent., but op- 
erating expenses have also increased 10 per cent., or $1,962,042. 
Among the operating expenses, the non-productive expense of con- 
ducting transportation increased $1,208,728, or 11 per cent., “due to 
an increased volume of traffic, increased rates of wages paid em- 
ployees and greater cost of a!l materials and supplies.” Taxes in- 
creased 25 per cent. over the previous year. At the same time, the 
item cf cash on hand as of June 30 has decreased from $11,676,966 
in 1906 to $6,612,849 in 1907. Furthermore, the net results of the 
coal department were seriously affected by several unfortunate 
events, such as a cave-in at one of the mines resulting in a gas 
explosion that set it on fire and made it necessary to flood the whole 
operation; the destruction of a breaker by tornado; the loss of 
seven months’ time at another breaker due to necessary repairs long 
postponed during the recent series of prosperous years for the 
anthracite industry, and the destruction of the coal-handling plant 
and storage yard at South Chicago with 40,000 tons of coal, by fire. 
Car shortage also made it necessary to close down collieries at a 
time when coal could have been sold at the greatest profit. All 
these facts, added to the present strain and doubtful condition of 
the money market, commend the stand taken by the directors in 
paying a smaller dividend than could be justified by the earnings. 





the map, it has a large mileage of branches 
tapping the anthracite coal fields about Potts- 
ville, Shenandoah, Hazleton, Tomhicken and 
Mauch Chunk, most of which have their prin- 
cipal connection with the main line at Penn 
Haven Junction. In the region about Cayuga 
and Seneca lakes and south of them as far as 
the Pennsylvania state line the road has a 
number of branch lines serving this farming 
and manufacturing territory. The through 
line of the road is double tracked and equipped 
with automatic block signals all the way be- 
tween Jersey City and Buffalo. There are 
over 100 miles of double track besides this. 
Included in the main line are 56 miles of three 
tracks and 20 miles of four tracks. Bethlehem 
and South Bethlehem, Pa., the junction point 
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with the Philadelphia & Reading, which gives 
the Lehigh Valley a Philadelphia connection, is the operating head- 
quarters rather than some point like Sayre, half way between the two 
terminals or Jersey City or Buffalo, because by far the heaviest 
business of the road is on the eastern end of the road between 
the coal workings and Atlantic tidewater. Unlike all the other 
trunk lines which have their terminals on the New Jersey shore 
of the Hudson river, the Lehigh Valley has scarcely any suburban 
traffic to New York. : 
Ten years ago the Lehigh Valley was run down and in danger 
of bankruptcy. As recently as January, 1903, less than five years 
ago, the company’s credit was so poor that its stock of coal on 
hand was pledged as collateral for loans. Within the last year or 
two there have been numerous predictions that the Lehigh Valley 
would shortly come to be a second Lackawanna, paying dividends 
of 10 to 20 per cent. on its common stock. At the last annual meet- 
ing of the road in January, a strong effort was made by a large 
minority interest to secure larger dividend payments on the com- 
mon stock. The first dividend on the stock was 1 per cent., paid 
in 1904. At the beginning of 1905, 4 per cent. was established as 
the regular rate; it has remained so since that time, but the last 
two semi-annual dividends have each included an extra 1 per cent., 
which raises the rate last paid to 6 per cent. The preferred 
stock amounts to only $106,300 par value. It receives 10 per cent. 
annually. In 1904, when dividends on this issue were begun, a suit 
was brought to secure payment of back dividends from 1893 to 
1904 inclusive, on the ground that dividends during that period 
were cumulative. The Supreme Court of Pennsylvania sustained 
this contention, and back dividends with interest amounting to 
$10,000 more than the par value of the preferred stock were paid 
from net income during the last fiscal year. After this unusual de- 
duction, the net income for the year 1907 was 15 per cent. on the 
common stock, against 13% per cent. in 1906. In spite of this 
showing, President Thomas last January, answering the malcon- 
tents, referred to the uncertainty as to the future cost of opera- 
tion, the effect of recent laws and the heavy demands for shorter 
hours and increased wages, as well as the shortage of freight cars, 
and declared that a conservative policy in dividend payments was 
to the best interest of the stockholders. He further pointed out that 
the two branches of the company’s business represented re- 
spectively by the Lehigh Valley Railroad and the Lehigh 
Valley Coal Company, together had gross earnings of $65,- 
000,000 annually, and that for current improvements, whether they 
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Lehigh Valley. 


It is by no means to be assumed, however, that the year has been 
on the whole an unsatisfactory one for the Lehigh Valley. The gross 
and net earnings were each the largest in the company’s history. 
In spite of the increase in cost of conducting transportation and 
maintenance expenditures even slightly more liberal than in 1906, 
the operating ratio shows a slight decrease. It was, of course, 
natural to expect a gain in coal freight earnings in comparison 
with a year when anthracite mining was suspended for two months, 
as in April and May of 1906. Earnings from coal increased $1,862,- 
334, or 14 per cent. The loss that the suspension of mining brought 
on the railroad may be judged from the fact that in April, 1906, 
gross earnings decreased 45 per cent., and net earnings 70 per 
cent., while in April, 1907, gross earnings increased 69 per cent. 
and net earnings 288 per cent. over the low figures of the same 
month in the previous year. The decrease in production of anthra- 
cite fell more heavily on the Lehigh Valley than on any other of 
the large railroads. The Lehigh Valley’s normal proportion of 
the anthracite traffic is about 16 per cent.; it suffered 27 per cent. of 
the loss in anthracite shipments during 1906. 

Merchandise freight earnings, which increased 12 per cent. in 
1906, gained 8 per cent. more last year. Passenger earnings, fol- 
lowing an increase of 13 per cent. in 1906, were 10 per cent. larger 
last year. Maintenance of way cost $2,215 a mile, against $2,207 
in 1906. Maintenance of equipment was charged $3,266: per loco- 
motive in 1907, against $3,020 in 1906; $714 per passenger car, 
against $685 in 1906, and $62 per freight car, against $61 in 1906. 
This account, as a*whole, increased 13 per cent. There were bought 
from this account 15 new locomotives. 
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Large quantities of equipment were bought and charged to 
other accounts. Forty locomotives and 500 steel underframe box 
cars of 80,000-lbs. capacity were charged to capital account. Five 
hundred more cars of the same class; 1 dining car and 20 express 
cars were charged to additions and improvements. Five hundred 
steel gondola cars of 80,000 lbs. capacity; 102 steel underframe pro- 
duce cars of 60,000 Ibs. capacity; 25 steel underframe automobile 
cars of 60,000 lbs. capacity, and 10 steel underframe box cars of 
80,000 lbs. capacity were charged to expenses and equipment re- 
newal reserve. Two thousand steel underframe box cars of 80,000 
lbs. capacity and 2,000 steel coal cars of 100,000 lbs. capacity were 
bought under a new equipment trust. Included in the company’s 
equipment are many small wooden box and coal cars with capacities 
of from 20 to 30 tons. While perfectly serviceable for use under 
ordinary conditions of railroad operation 10 or 15 years ago, they 
are constantly damaged and frequently cause wrecks when placed 
between modern heavy steel cars. In order to retire such cars, 
a speciai appropriation of $1,250,000 out of the net earnings of 
the year has been made under which as many cars as this appro- 
priation will provide for are to be condemned. In addition to all 
the equipment already bougkt, contracts have been placed for 5,000 
modern box and coal cars to be delivered shortly. The tonnage of 
these new cars will exceed the total tonnage of the equipment 
to be condemned. 

A number of considerable improvements have been made during 
the year. The Lehigh & Lake Erie Railroad, a new terminal line 
shown on the map around the city of Buffalo to the south, which was 
consolidated during the year with the Lehigh Valley Rail Way Com- 
pany, the company which owns the lines in New York state, has 
one track laid and will be ready for operation as a double track 
line by the end of next month. In connection with this new line, 
$250,000 is to be spent for additional yard and terminal facilities. 

A new double track steel girder bridge 1,800 ft. long has been 
built over the Susquehanna river during the year, a work which 
included reduction of curves and change of line for 6144 miles. The 
total cost of this improvement was $810,818. The work was de- 
scribed in the Railroad Gazette of February 8, 1907. The third 
and fourth tracks have been extended for short distances at vari- 
ous points between Mauch Chunk and Easton. As soon as some of 
this work now under way is finished, the company will have a 
continuous four-track line for 12.7 miles in the neighborhood of 
South Bethlehem and Easton. Three new transfer bridges and a 
freight yard of 1,000 cars capacity are to be built at the Jersey 
City terminal at a cost of $350,000. Work costing $140,000 is al- 
ready under way at that point in extension of bridges and tracks. 

The Lehigh & Lake Erie Railroad has already been mentioned 
as a subsidiary company through which the Lehigh Valley is ex- 
tending its terminal facilities at Buffalo. This subsidiary company 
originally issued a first mortgage to secure $3,000,000 4 per cent. 
50-year bonds. On March 1, 1907, a new mortgage was made, sim- 
ilar to the old one but with the rate of interest 414 per cent. These 
first mortgage bonds on a modern terminal railroad, and presumably 
bearing the guarantee of the Lehigh Valley, appear to have been 
unsalable at the 4 per cent. rate, an event exceedingly typical of 
‘the financial developments of the year. ; 

The following are the principal statistics of operation: 


1907. 1906. 
Mileage worked ........c.ees 1,443 1,42 
Passenger earnings ...... $4,363,452 $3,971,392 
Coal freight earnings .... 15,110,899 »248,565 
Mdse. freight earnings.... 14,996,673 13,934,127 
CRORE CARNES <6 5.cc 0k: yess ,068,432 32,789,857 
Maint. way and structures 3,196,854 3,153,245 
Maint. of equipment...... 6,186,642 5,485,794 
Conducting transportation 12,100,681 10,891,954 
Operating expenses .......... 22,114,253 20,152,211 
TUOS GOMES Gece ccctesiccs nes 13,954,179 12,637,646 
6,136,204 5,770,073 


Net income 


CONTRIBUTIONS 


Why We Have Late Trains. 














New York, Aug. 19, 1907. 


TO THE EDITOR OF THE RAILROAD GAZETTE: 

I have read with amusement mingled with pity the recent lucu- 
bration of Gulf in his Picked Up on the Road about the subject 
of late trains. To me it seems that Gulf utterly fails to grasp 
the real sense and humor of the situation. Of course there are 
a few hard-headed old thinkers like your contributor who want to 
know what they can do before they do it and never bet except 
on a “dead sure thing.” They have no sporting blood in their 
veins, and are utterly devoid of that faith that would move moun- 
tains or make a tree of a mustard grain. Most people are of a 
different brand. They take as gospel truth what the time-table says, 
just as they take what ihe yellow journals have to say about the 
motives of railroad managers. They like the sensation of plan- 
ning a railroad journey and getting there in no time. And the 
Managers count on this faith. Besides, what difference does it 
make, any way? Trains on our lines always wait for a late con- 
nection and a man has no business wanting to make connections 
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so as to travel on any other road. Why, bless your soul, it’s good 
policy to make him miss his foreign connections! It will teach 
him a wholesome lesson not to wander off on forbidden paths. 

I have heard it suggested that managers do not expect to run 
on fast schedules. When they are making out the time-table, they 
draw the string up pretty close to the vertical and ask: “Do you 
think she can make it?” “Well, she may if everything goes our 
way, including the wind.” “If she can make it once, that’s enough,” 
and so the string remains on the steep slant. 

Here is where Gulf fails to appreciate the humor of the situa- 
tion. He would know at a glance, if he had the size of the engine, 
weight of train, number of passengers and tonnage of express and 
baggage, that that particular schedule is one grand joke and bluff. 
Instead of that, he, too, accepts the time-table on faith and then 
gets mad because his faith is misplaced. If he were a philosopher 
and had any sporting blood he would drop in the smoker and form 
a little pool on the run, as on a transatlantic liner; and, knowing 
the general probabilities, would guess high, rake in the pool, and 
be happy. Having done this once or twice, he would stop his howl- 
ing about late trains and would be writing to you in glorification 
of the magnificent service he always gets. He simply doesn’t know 
how to take advantage of the situation. P. D. Q. 








The Settlement of Freight Claims. 





New York, Aug. 20, 1907. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Your interesting editorial, August 9, on this subject, is deserv- 
ing of thoughtful consideration by all who are directly interested in 
the investigation and adjustment of these numerous and often 
troublesome differences between shippers and carriers. Several 
features of the article, however, invite comment, and since my re- 
cent paper on the subject is referred to, you will perhaps allow me 
space for a few remarks. 

If there are any freight claim agents who would intentionally 
delay or endeavor to evade the payment of a just claim, be the 
amount large or small, they are as great an injury to the carrier 
they serve as is the “surly agent who curtly tells the consignee that 
the other road is to blame for the delay,” for neither practice repre- 
sents the true policy of the management of the average transporta- 
tion company. Every act of discourteous or unfair treatment of ship- 
pers or consignees by carriers’ employees tends to engender resent- 
ment against the entire management, as do the injudicious or arbi- 
trary decisions of claim investigators reflect upon the claim agent. 
In part, Colonel Prout’s remarks upon the incivility of certain rail- 
road employees are undoubtedly justifiable, and too much cannot be 
said on this subject, for in the saying others than railroad em- 
ployees may profit thereby. Only those who represent corporations 
employing large forces can fully appreciate the unreasonable and 
selfish demands made upon them by many who only have regard for 
their personal interests, and are unwilling to apply the “square 
deal” principle in their business dealings. 

As to Colonel Prout’s protest against “being considered 2 
swindler until, at great pains, he proves himself an honest man,” 
there doubtless are many claim offices which are over-zealous for the 
carriers’ interests, in consequence of which unnecessary investiga- 
tions are pursued and unreasonable demands or inquiries made upon 
claimants. If all claimants conducted their affairs upon the methods. 
employed by the Colonel’s firm, the claim office would perhaps enjoy 
a better reputation for expeditious settlements instead of being at 
all times congested with claims possessing every character and con- 
dition demanding consideration. 

Delays in the settlement of freight claims most frequently oc- 
cur through efforts to determine their merits, and in ascertaining: 
how and where the irregularity occurred, and since this can only be 
accomplished through the medium of correspondence with agents lo- 
cated at more or less distant points, under the best of circumstances, 
much more time must necessarily be consumed than the average 
claimant, with limited understanding of transportation methods, is 
willing to accord. Then, too, a large percentage of the freight. 
claims made against carriers are not accompanied by documents 
or data to enable the claim office to locate the particular shipment 
in question or verify the account, consequently additional papers 
or information must be requested. Claimants not infrequently send 
in their bill without such necessary documents as the bill of 
lading or freight receipt, and when these are requested they often 
either object to furnishing them in support of their claim or say 
they have been returned to shipper or destroyed; in fact, few claims 
except those made by large concerns are reasonably substantiated 
when first received. Thus it will be seen that the subject of prompt 
settlements has another phase which has not been developed in your 
article or my paper. 

In the general criticism of freight claim methods and tardiness 
in claim settlements, the above conditions, being unknown to the 
critic, are not usually considered, nor is the fact that the majority 
of claims are promptly adjusted to the entire satisfaction of claim- 
ants. It is the few claims, particularly those on account of inter- 
line traffic, which are so often subject to unreasonable delay, and 
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which create annoyance and criticism on the part of claimants, and 
to this class cf claims it is the duty of every freight claim office to 
give serious thought, and employ every possible measure to mini- 
mize the time necessary for their adjustment. 

Referring to the four features of my paper which you classify: 

(1) By “thorough system, devoid of circumlocution,” is implied 
the practice of decidirg, in the most direct manner possible, the 
question of liability, and without further considerations effect settle- 
ment of the claim, taking up fer investigation questions of cause, 
location of fault and remedies thereafter. It likewise implies the 
careful examination of all claim papers by investigators; also 
prompt, intelligent and courteous replies to letters, qualities which 
can only be secured by constant supervision and insistence upon 
by those in charge. 

(2) Prompt investigations may be conducted by one claim 
office, but good results ther2from can easily be defeated by dilatory 
tactics or actual neglect by others, and especially is this fault ex- 
perienced in connection with the adjustment of claims in which 
distant roads are involved, the only effective remedy being for the 
claim representatives of every carrier to give the same consideration 
and prompt treatment to foreign claims that they apply to those in 
which they are alone involved. 

(3) Claimants have the right to expect from claim offices uni- 
formly business-like communications, although they should perhaps 
make some allowance for the difference between the dictation of a 
claim investigator and the compositicn of officials of the company. 
However, according to my experience, there never is any excuse for 
curt, random or evasive letters, and the investigators who appre- 
ciate this are the kind always in demand for more responsible 
positions. 

(4) Your comment upon this seems to be based upon the as- 
sumption that all small claims are valid, and should be paid with- 
out the carrier “standing on its rights,” i. e., investigating to de- 
termine liability. If this were attempted,.even with claims from 
people of known repute, would there not be great danger of viola- 
tion of commerce laws, and would not claimants of less repute de- 
mand similar treatment of their claims? Even if insurance com- 
panies have practiced the payment of certain claims in advance of 
confirmation, is it a good business principle, or one which can be 
safely adopted by corporations whose every act is closely scru- 
tinized by the public? 

Your suggestion that an experienced claim clerk be located at 
every large freight station is a most excellent one, and should re- 
ceive the consideration of all freight claim and other officials, for 
here is a plan which has had but limited trial, and, if generally 
adopted, iias excelient possibilitics in the direction of accurate in- 
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Fig. 1—Diagram of Forces Acting to Derail Electric Locomotives When Rounding a Curve with Brakes Applied. 


formation and proper papers for the claim office, intelligent ex- 
planations to claimants, and all with a premptness that is otherwise 
difficult to obtain. 

Freight claim methods are steadily improving, and with. the 
assistance of our friend, the claimant, the claim office may yet be re- 
garded with favor and even with acclaim. 

R. L. CALKINS, 
Freight Claim Agent, New York Central & Hudson River R. R. 








Cross-Rolled Steel Ties. 





New York, Aug. 17, 1907. 


To THE Epiror OF THE RAILROAD GAZETTE: 

I read with much interest your editorial in your issue of Aug. 
9, in which you give a suggestion from the chief engineer of a iead- 
ing railroad: that the proposed discard of 25 per cent. from top 
of ingot, in the recently proposed rail specifications, could be profit- 
ably utilized by rolling into steel ties and other sections by the 
York transverse rolling. I 


endorse what you say in reference to 
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the improvement of the physical qualities by cross rolling, also the 
possibility of being able to roll any form of steel tie that wili meet 
the necessary requirements in modern railroad practice. I have 
submitted my steel ties of various designs, with fastenings, to the 
chief engineers of the leading railroads of the United States and 
England, and invariably they have said they seemed to cover every 
requirement. Because they are strong, cheap, elastic and have per- 
fect fastenings, and because the system of rolling permits any modi- 
fication desired by the railroad engineers to suit any special condi- 
tion they received their thorough endorsement. The ties presented 
to the engineers referred to were my designs, rolled from old scrap 
rails, but I can roll, from new steei, any design desired, either beam 
or trough sections, with flanges 24 in. wide, if called for. 

I respectfully disagree with your statement that no steel tie has 
been devised that will give the resiliency of a wooden tie. I claim 
to roll a tie that will give the necessary resiliency, under light or 
heavy axle loads. I refer you to the editorial in your issue of 
Nov. 24, 1905. The question of lateral movement in the ballast is 
entirely overcome, in the opinion of railroad engineers, by my cor- 
rugating the lower flange of the tie. 

I can best answer the question of ties rusting by quoting from 
the experience of engineers, who have had the supervision of rail- 
roads on which metal ties were used. In your issue of August 30, 
1901, under the caption of “Steel Railroad Ties in Europe” by Foster 
Crowell, C.E., I find the following quotations from the report of 
Mr. J. W. Post, Chief Engineer of the Netherlands State Railroads, 
referring to iron ties of beam sections that had been in gravel and 
sand baliast for 35 years. The original weight of the tie was 
125 lbs. They decreased in weight from rust and wear one-quarter 
of a pound per year, or 8% lbs. in 35 years. Mr. H. L. Porter, Chief 
Engineer of the Bessemer & Erie Railroad, states that the breaking 
of a steel tie of the trough type after six years service does not 
indicate that rusting under ordinary conditions should cause any 
anxiety. 

The question of insulation can be successfully met by the adop- 
tion of the York steel tie. JAS. E. YORK, 
President York Rolling Process Co. 








Curve Mechanics and the Woodlawn Wreck. 
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London, July 1907. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

The Woodlawn wreck on the New York Central last February 
can only be explained as beirg due to a violation of the fundamental 
principles of mechanics: (1) in the design of the New York Central 


electric locomotives and (2) in the application of the brakes when 
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rounding a curve. When running around a curve at high speed 
with brakes applied, large buckling forces are set up throughout 
the train, acting obliquely to each other at every coupling, but the 
direct cause of the derailment was the forces set up in the first 
engine. Centrifugal force played only a small part—so small as 
almost to be ignored when compared with the powerful leverage 
exerted by the first engine tending to force the rails apart and to 
shear the spikes, due to the short, rigid wheelbase and the long, 
projecting rear and fore parts which were actually made all the 
more dangerous by the use of spring-centered pony trucks. In 
rounding the curve these pony trucks are always tending to derail 
each other and to break the locomotive in two. A similar accident 
can happen at any time if the same mistake is made on the part 
of the driver. 

Referring to the diagram, Fig. 1 represents an exaggerated 
curve with two locomotives shown thereon. When rounding the 
curve the driver. applied the brakes on the train, with the result 
that an enormous buckling force was set up at the coupling between 
the first and second locomotive acting in the direction I. G. This 
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oblique force tended to revolve the first locomotive about the center 
of moments, F. The rigid wheelbase became cramped and binding 
hard against the inside and outside rails, greatly increased the 
reiarding force on the first locomotive and simultaneously increased 
the effect of the momentum of the following locomotive and cars 
acting in an oblique line. When this force, I. G., became sufficiently 
great it caused the real trailing truck of the first locomotive, the 
second locomotive and the first coach to be derailed to the outside 
and at the instant of the derailment increased the binding on the 
rigid wheelbase enormously, due to the velocity with which the rear 
driving wheel of the first locomotive was thrown against the outer 
rail. At this instant the spikes holding the rails were sheared 
by the enormous wedging force exerted on them by the rigid wheel- 
base. The action of these forces and their result was, of course, 
almost instantaneous, but it seems to be pretty well established that 
the driver partially released his brakes when he felt the train riding 
roughly Lehind him and again applied power. The effect of this 
was to straighten out the two locomotives and pull the second or 
derailed one to the inside, leaving its front pony truck on the track. 
No forees other than these could have produced the effects, which 
are a matter of record. 

The direction of the forces acting are shown on the diagram, 
the magnitude of the forces being assumed for purposes of demon- 
stration. It is necessary first to determine the mechanical lever 
I. I’. K. constituted by the first engine. This is found by projecting 
the tangent, C. E., indefinitely and as F (the rear driving wheel of 
the first locomotive) is being pressed against the outer rail, that 
point becomes the fulcrum. Therefore, draw F. I. to and at right 
angies with the projected line, C. E. Then F. I. will represent one 
arm of the lever. The other arm is determined by drawing F. K. 
pérailel with the tangent, extending it to the second driving axle, the 
inner wheel of which is bearing hard against the inside rail. The 
line F. K, represents the second arm. This enables us to resolve the 
forces exerted outwardiy at both the inside and outside rails. 
Assume that 20,000 Ibs. (it may be 60,000 or 100,000 Ibs.) is exerted 
through C. E. at I. The ratio of the twoarms, K. F. and F. I. is as 
16:10, therefore the inward thrust at the second inside driving wheel, 
represented by K. V., is 16:10: :20,000—12,500 lbs. To find the result- 
ant outward thrust at F., which becomes the center of moments, 
draw F. O. equal to and parallel: with K. V., then draw F. M. parallel 
with C. E. I., lay off on this line at any convenient scale 20,000 Ibs. 
and complete the parallelogram F. M. Q. O. The: diagonal F. Q. 
(29,000 Ibs.) represents the magnitude ard direction of the force 
exerted at F. on the outside rail. To find the square thrust of the 
rear wheel at F., draw Q. S. parallel with the tangent C. D. Com- 
pleting the triangle, F. S. (24,000 lbs.) represents the square out 
ward thrust against the rail at F. 

To make the explanation still clearer, suppose the rigid wheel- 
base had been much shorter. The lever arm, F. K., would be shorter 
and more powerful. If, for example, the wheelbase was only 6 ft, 
no track construction yet proposed would be strong enough to resist 
the enormous shearing forces exerted. 

The action of the second locomotive under the forces exerted 
was entirely different from that of the first locomotive. The tend- 
ency of the second locomotive was to be forced bodily outward with- 
out turning about its center of gravity so long as the retarding 
force of the first locomotive remained equal to the momentum: of 
the following cars. The destruction of the train would have been 
even more complete had not the driver acted as he did in apply- 
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ing the power at the moment the train buckled. Whether he knew 
or did not know, what the effect of this would be, is immaterial. 

In the foregoing no consideration has been given to the slight 
effect of centrifugal force. It should be remembered that if we con- 
sider the centrifugal force as acting through the center of gravity 
the resultant shear on the spikes of the outside rail is much less 
than the centrifugal force set up by the locomotive, because the 
resultant of the centrifugal force and the weight of the locomotive 
even at high speeds lies but little without the angle of repose of 
the rail on the tie plate. The force exerted by the short wheelbase 
of the locomotive acting as a wedge, however, acts as a direct shear- 
ing force on the spikes. 

The lesson to be derived from the accident is the 
danger of building a locomotive with a short, rigid wheelbase and 
long overlap from the wheelbase to the couplings. Also the danger 
of applying the brakes when rounding a curve. The fact that two 
locomotives were placed at the head of the train was primarily 
responsible for the derailment, because their long overlapping parts 
gave the buckling forces a much more powerful leverage than 
would have been the case with a coupling between the locomo- 
tive and a passenger car of the ordinary dimensions and construc- 
tion. In rounding the curve the mechanical levers are constituted 
in every engine with the greatest effect at that point which becomes 
the center of moments—-on the inside rail when the engine is pull- 
ing and the outside rail when the engin: is retarcilg. 

Before concluding allow me to correct Mr. G. R. Hend-rson, who 
in his article on “Moment of Inertia and Curvature” in your issue of 
June 7, says. in referring to the effect of a locomotive or car entering 
the curve: “Our attention was called to this by Mr. T. H. Brigg, but, 
as far as known, the writer is the first to work out the actual calcu- 
lation of the amount of this force.” It seems scarce y fair that 
opinions which I submitted to him, more or less in confidence, 
should have been published without my consent. If I did not present 
figures in his way I did in my own way, and these figures, together 
with diagrams iliustrating my ideas, were compiled and copyrighted 
as far back as May. Furthermore, my views are not correctly im- 
plied by Mr. Henderson. [| disagree with him that the rear driving 
wheel becomes the center of rotation, and also with his statement 
that the same forces are exerted in the opposite direction when an 
engine is leaving the curve and entering a tangent. The locomotive, 
when running around a curve, tends at all times to leave the curve 
at the tangent. The instant the curve ceases to affect its diverting 
force centrifugal force ceases and the locomotive continues on the 
tangent. If Mr. Henderson means by angular acceleration that the 
locomotive, once diverted to a curve, will in the slightest dezre3 
follow that curve of its own accord, he is mistaken. 

Ti. 


obviously 


BRIGG, C.F. 








Union Pacific Gasolene Motor Cars. 


The Union Pacific Railroad is operating at the present t'me 
four regular motor car services. A motor service has been in ope2ra- 
tion between Kearney and Callaway, Neb., a distance of 65 miles, 
since October, 1905. This car makes a round trip of 130 miles daily 
except Sunday. On the Leavenworth, Kan., branch a regular motor 


car service has been maintained since February, 1906. This car 
hauls a trailer for baggage, mail and express, and makes one round 
trip daily between Lawrence and Leavenworth, 34 miles. The 


services 02 the Beatrice branch, 40 miles, ketween Beatrice and Lin- 





Union Pacific Gasolene Motor Car No. 10 Hauling Ten Empty Freight 











Cars. 














THE 


200 


coln, Neb., and on the Loup City branch, 39 miles, between Loup City 
and St. Paul, Neb., have been in operation since September, 1906. 
There have been scarcely any interruptions in the services on 
these branches; in fact, the motor cars have performed so success- 
fully that the Union Pacific is now arranging to increase consider- 


ably th® use of these motor cars on branch lines. Twenty-two cars 
are now being built at the Omaha shops. They are a:l-steel cars, 
of the latest design, having the round windows and side-door 
entrance, and equipped with the Union Pacific 200-h.p. engine. 
Motor car No. 10, the first of this new order, has recently been 
tested out by Mr. McKeen, Superintendent of Motive Power of the 
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In the rate bill Congress am2nded the Elkins bill and restored 
imprisonment as part of the punishment for secret rebates. Had 
the rebating and dishonest practices of the railroad companies and 
the trusts, been as clearly known to Congress and the public, when 
the Elkins bill was considered as they were when the rate bill was 
passed the Elkins bill would not have passed so smoothly. 

SCOPE OF ELKINS BILL AS COMPARED WITH RATE BILL. 

I do not wish to decry the merits of the Elkins bill because, 
aside from its- elimination of imprisonment as punishment, it is a 
most useful measure, but its scope is so narrow in respect of the 
regulation of railroads that it cannot be compared in importance of 











Motor Car No. 10 Pushing a Loaded 40-Ton Coal Car Up a 7.6 Per Cent. Incline. 


Union Pacific and designer of the cars, who personally supervises 
their breaking-in as they are turned out of the shop. In-one of the 
photographs this car is shown hauling 10 empty freight cars on a 
0.5 per cent. grade, on July 29. The motor car demonstrated its 
efficiency by switching these cars back and forth. The car is not 
recommended for this sort of service, but this test showed the 
ability of the gasolene engine to start heavy loads. The driving 
wheels of the motor cars slip very readily, and it was only by the 
constant use of sand that the car with this load could be got in 
motion. The other photograph shows the car pushing a 40-ton coal 
car up a coal chute incline of 7.6 per cent. 








Secretary Taft’s Columbus Speech. 





In opening his own campaign as a presidential candidate at 
Columbus, Ohio, August 19, Secretary of War William H. Taft re- 
viewed the present situation and spoke with great clearness about 
some of the new problems involved in corporation regulation. We 
quote the following paragraphs, believing that they add a much 
needed tone of conservatism to the discussions which are rife: 

The opponents of the measure (the rate law) continue to de- 
nounce it, but now, instead of pointing out its disastrous effect, they 
say it is a failure and that in the year since its passage it has not 
helped a single shipper. They insist that the only effective and an 
all-sufficient law to regulate railroads is the Elkins act, passed in 
19038, and that this is shown by the fact that all the prosecutions in 
which convictions have been had against railroad companies and 
favored shippers in the last two years have been under the Elkins 
act and not under the rate bill. Let us look into the facts in regard 
to this allegation. The chief prosecutions which have been insti- 
tuted have been criminal indictments against the sugar trust and 
the Standard Oil Company and certain railroads and their agents 
and officers for taking and giving secret money rebates. They could 
not have been brought under the rate bill, because the acts prose- 
cuted were committed before the passage of the rate bill. 

It is true that these prosecutions were instituted under the 
Elkins act, but it is also true that had the Elkins bill never been 
passed the same acts could and doubtless would have been prose- 
cuted as giving and receiving unjust discriminations against the per- 
sons committing them under the amendment to the interstate com- 
merce act of 1889, which the Elkins law supplanted. The Elkins 
law was really an amendment to the interstate commerce act, en- 
larging and making more effective the procedure for prosecuting 
violations of the prohibitions of that law and describing them in 
more comprehensive form. It gave greater latitude in respect of 
the district where the offence would be prosecuted and it made 
the company necessarily responsible in a fine for the act of its 
agents, without other proof of direct complicity than the agency. 
Under the 1889 amendment, however, the individuals convicted 
could have been sent to the penitentiary, whereas under the. Elkins 
act the punishment by imprisonment was taken away, while the 
fine was increased. The.chief effect the Elkins law had on these 
particular prosecutions which have been given so much prominence 
was to make it easier to convict the corporation and to increase its 
fine but to save the guilty individual perpetrators from imprisonment. 





operation and effect to the rate bill. The increase by the rate bill 
in the powers of the commission in supervision, investigation, rate 
fixing and effective order making to prevent discrimination is great. 
Elaborate machinery for making it difficult to violate the law with- 
out discovery and for discovering violations when they exist and 
for affording affirmative and mandatory relief in requiring rail- 
roads to furnish equal facilities to all is found in the provisions of 
the new rate bill. Criminal prosecutions will continue to be under 
the Elkins law, but as amended by the new rate bill. This is be- 
cause the Elkins law, as amended, contains the part of the interstate 
commerce legislation which prescribes the punishment for violations 
of the law and so, in ordinary practice, comes into operation after 
the violations have been discovered under the other provisions of 
the rate bill. 

The rate law has not been in operation a year, and the beneficial 
results from its operations, though clear, are not ready to be pre- 
sented in statistical array. Moreover, the chief benefit of the act 
is likely to be its influence in discouraging attempts to renew the 
old abuses and such benefits do not appear in statistics. The im- 
mediate effect of the act has certainly been to compel railroads to 
regard the commission now as the imvortant tribunal whose views 
they must follow. They are manifesting every outward disposi- 
tion strictly to comply with the law and to avoid prosecution or 
complaint. The time has gone by in which the action of the com- 
mission can be ignored or laughed at. The commission itself has 
taken up its duties with renewed energy, has proceeded, without 
awaiting the intervention of the railroads or the filing of com- 
plaints, to construe the act by administrative rulings in order to 
assist the railroads in complying with the law. With the large pow- 
ers for correcting evils which the commission now has we may rea- 
sonably expect a marked improvement in the conduct of the rail- 
roads of the country. 

COURT REVIEW. 

Mr. Bryan contends that the law was greatly weakened in au- 
thorizing, or recognizing, judicial intervention to restrain the or- 
ders of the commission. This criticism has not the slightest founda- 
tion. There can be no judicial appeal in the nature of a complete 
review on the merits from the commission to the Supreme Court 
or to the Circuit Court of the United States, for the commission 
is not a court of first instance, but only a mere administrative 
tribunal. The only power a federal court could validly exercise 
would be to decide first, whether the administrative tribunal had 
followed correctly the limitations upon its course of action imposed 
by the act of Congress creating it; and, secondly, whether its crder 
taken as an authorized expression of the legislative power de- 
prived the railroad company of its right, under the Fourteenth 
Amendment, to derive a fair profit from the use of its property. 
Whether the federal courts were expressly given this power in the 
law or not, they would have had it under their general jurisdiction. 
If their power had not been recognized and a purpose of Congress 
had been expressed to prevent an appeal to the courts, the law would 
have been invalid. The extent of the judicial remedy could not be 
either diminished or enlarged by Congressional action, with due re- 
gard to the validity of the act. Congress was wise, therefore, in 
not attempting to define what the court should or should not do, 
end in merely recognizing the right of the companies to appeal to 
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the federal courts to test the validity of the action of the commis- 
sion. No victory was gained by either the conservative or the 
radical party if this regard. 

AMENDMENTS TO THE RATE BILL NEEDED. 

The rate law does not go far enough. The practice under it has 
already disclosed the necessity for new amendments, and will doubt- 
less suggest mcre. Such is the true method—the empirical and ten- 
tative method—of securing proper remedies for a new evil. The 
classification of merchandise for transportation is a most impor- 
tant matter in rate fixing, for by a transfer from one class to an- 
other the rate is changed and may work injustice. With the power 
of rate fixing, it would seem, should go the power in the commission 
to classify and to prescribe rules for uniform classification by all 
railroads. 

Recent revelations have emphasized the pernicious effect of the 
so-called over-capitalization of railroads which aids unscrupulous 
stock manipulators in disposing of railroad securities at unreason- 
ably high prices to innocent buyers. This evil would not of itself 
justify federal restraint or control, because such stock and bonds 
are usually issued under state charters. The practice, however, has 
a tendency to divert the money paid by the public for the stock 
and bonds which ought to be expended in improving the roadbed, 
track and equipment o: railroads into the pockets of the dishonest 
manipulators and thus to pile such an unprofitable debt upon a 
railroad as to make bankruptcy and a receivership probable in the 
first business stringency. This result in an interstate railroad 
necessarily interferes with and burdens interstate commerce and 
justifies the exercise of the regulative power of Congress to stop 
the practice. A railroad company engaged in interstate commerce 
should not be permitted, therefore, to issue stock or bonds and put 
them on sale in the market except after a certificate by the Inter- 
state Commerce Commission that the securities are issued with the 
approval of the commission for a legitimate railroad purpose. The 
railroads that are honestly conducted would accept the certificate 
of the commission as a valuable one in the markets of the world, 
and only railroad stock manipulators who look to the floating of 
watered securities as their best source of profit would have reason 
to complain. 

A much used means of eliminating competition among inter- 
state lines serving the same territory is the acquisition by one com- 
pany of the stock in another and the election of directors to repre- 
sent that stock. This process is facilitated by the uncontrolled 
power to issue securities beyond the needs of the company for its 
legitimate business and would ke curbed by the restriction pro- 
posed. The evil ought further to be directly restrained by making 
it unlawful for an interstate railroad to acquire stock in a compet- 
ing line. This is a simpler remedy of meeting the evil than by 
recourse to the anti-trust law under the Northern Securities case. 
In addition to this, competing lines should be prohibited from hav- 
ing common directors or officers. 

These suggestions of additional legislation in respect to the 
supervision and ccntrol of interstate railroads have been made by 
the Interstate Commerce Commission, and I heartily concur in 
them. They are plainly within the federal jurisdiction under the 
interstate commerce clause. I do not think that in order to accom- 
plish a good which the federal government with its greater re- 
sources and wider geographical reach can bring about more quickly 
and efficiently the constitutional limits upon federal action should 
be blurred out or an undoubted federal power should be expanded 
by doubtful construction into a field which really belongs to the 
state. But the right of Congress to take any action, not confisca:- 
tory, in the most rigid control of interstate commerce cannot be 
denied. 

The measures taken and proposed are radical perhaps, viewed 
from the standpoint of the laissez faire doctrinaire whose ideas 
have been allowed to prevail in respect of railroad management 
down to the present; but no one can read the report of the com- 
mission on the history of the union of the Southern Pacific and 
Union Pacific systems with the Illinois Central system without 
trembling at the enormous power that one man, by the uncontrolled 
use of the stock and bond issuing power of interstate railroads 
under state charters, has acquired in respect of a vital power of 
the country’s business and without looking for some means of reme- 
dying such a dangerous tendency which, if not stopped, will lead 
to the absorption of all the railroads of the country into one hand. 

RATE BILL NOT SOCIALISTIC. 

The contention on behalf of the railroads, already noticed, that 
such supervision as the rate bill and these suggested amendments 
afford is socialistic and tends to government ownership is utterly 
without basis. Efficient regulation is the very antidote and pre- 
ventive of socialism and government ownership. The railroads until 
now have been permitted to wield without any real control the 
enormously important franchise of furnishing transportation to the 
entire country. They have constructed 230,000 miles of road. - In 
certain respects they have done a marvellous work and have afforded 
transportation at a cheaper rate per ton, per mile and per pas- 
senger than in any country in the world. They have, however, many 
of them: shamelessly vio’ated the trust obligation they have been 
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under to the public of furnishing equal facilities at the same price 
to all shippers. The watering.of stock and bonds and the over- 
capitalization of some of them for the profit of their managers have 
prevented the needed improvement of their railroads in construc- 
tion and equipment. The tremendous demand for increased facili- 
ties due to the enormous growth of business shows the inadequacy 
of their equipment and construction. While they might not have 
been expected to meet in full such an extraordinary demand, the 
obligations some of them have assumed in the form of stocks and 
bonds leave no doubt that had the money they represented been 
put into the roads in good faith the shortage of cars and equip- 
ment and inadequacy of roadbed and track would not be so great. 
They discharge a public function. They have been weighed in the 
balance and found wanting. The remedy for the evils must be 
radical to be effective. If it is not so, then we may certainly ex- 
pect that the movement toward government ownership will become 
a formidable one that cannot be stayed. 
OPPOSED TO GOVERNMENT OWNERSHIP. 

I am opposed to government ownership— 

First, because existing government railroads are not managed 
with either the efficiency or economy of privately managed roads 
and the rates charged are not as low and therefore not as beneficial 
to the public. 

Second, because it would involve an expenditure of certainly 
twelve billions of dollars to acquire the interstate railroads and the 
creation of an enormous national debt. 

Third, because it would place in the hands of a reckless execu- 
tive a power of control over business and politics that the imagina- 
tion can hardly conceive and would expose our popular institutions 
to danger. 

The supervision proposed need not materially reduce the legiti- 
mate operation of individualism in railroad enterprise. It wil! in- 
deed limit the opportunity to accumulate enormous fortunes through 
overcapitalization or secret rebates, but the legitimate profit which 
comes from close attention to operation, to efficiency of service and 
economy in details and from broad conceptions of new methods 
of reducing cost without impairing the service will not be disturbed 
in the slightest. There is no attempt to take away the property of 
the railroad companies; there is no furnishing of public money to 
the enterprise and no public officers are required to administer the 
property. There is no more attempt in this law to make transporta- 
tion a government business than there is in the national banking 
act to making banking a government business. 

SANCTION OF RATE AGREEMENTS. 

The movement of competing railroad companies to consolidate 
arose originally from fear that the anti-trust act forbade them to 
make agreements as to uniform tariffs. If they were now permitted 
to make such agreements subject to the approval of the Interstate 
Commerce Commission such a tendency would lose much of its 
force. It is impossible to prevent competing railroads from seeking 
to make their tariffs uniform in order to prevent an unending and 
disastrous tariff war, and though such agreements are against the 
law it is perfectly apparent that tacit arrangements for uniformity 
exist. These arrangements do not prevent the operation of com- 
petition from time to time, as one company finds that it may ac- 
quire new business without loss by a reduction of rate and insists 
on it, but they do prevent a tariff war which helps neither the 
public nor the railroad by violent fluctuations in rates. As the 
public now asserts the right to fix maximum rates and thus to elimi- 
nate one phase of competition, it is logical to permit an agreement 
on rates, if approved by the Interstate Commerce Commission, 
tribunal appointed to fix rates. The President and the commission 
both recommend a provision permitting such agreements. In this 
way there would be restored that respect for law which many rail- 
road men in the last decade seem to have lost. Moreover, every com- 
pany under such a system would be a policeman to see to it that 
every other company obeyed the agreement and the law and strictest 
obedience would be secured. 

PHYSICAL VALUATION. 

Mr. Bryan is most insistent in discussing rate regulation that 
the present physical value of all roads in the country should be 
ascertained for the purpose of fixing rates by allowing to the rail- 
road companies only a fair profit on such valuation. Whenever 
the Interstate Commerce Commission deems it important as an aid 
in fixing rates to determine what it would cost now to rebuild any 
railroad it has compiete power to do so; but it would doubtiess 
be found in respect to most of them that in spite of overcapita!- 
ization and lack of economy in construction, land for terminals and 
right of way and the cost of construction have increased so enor- 
mously that the total of their securities upon which they pay divi- 
dends and interest is not much if any in excess of present phy- 
sical value. More than this, physical valuation, as the President 
pointed eut in his Indianapolis speech, and as the Supreme Court 
had in effect said before him, is only one of a number of data to 
be considered in reaching what is a fair profit upon the investment; 
and in determining a particular rate, the proper relation between 
that rate and the total net profit of operation is so complicated with 
an infinite variety of other circumstances that it is most difficult 
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in rate fixing to use the latter to affect the former. The import- 
ance of fixing rates, complained of as too great in and of themselves, 
is much exaggerated; for the overwhelming evidence is that on 
the whole, rates in this country, especially as compared with those 
of all European railroads, many of which are owned and operated 
by the government, are lew. The chief evil consists in unjust dis- 
crimination in rates between individuals and iocalities. I do not 
object to valuation, if thought relevant to any issue, but I merely 
deprecaie the assumption that it is to be the chief means of a great 
reform in rates. 
SAFETY REGULATIONS. 

The frightful loss of life and limb among the railroad em- 
ployees of this country, reaching more than 4,000 killed and 65,000 
injured in one year, has properly attracted the attention of Congress 
and the legislatures. It makes apparent that service in connection 
with trains of a railroad is an extra hazardous business and may 
well call for government supervision and exceptional rules to secure 
the safety of the passengers and reduce the danger to employees. 
Congress, years ago, passed stringent laws for the adoption of safety 
devices to protect both employee and passenger on interstate rail- 
roads. With the same purpose it has recently limited the hours 
of continuous service for which employees on such railroads may 
be engaged. 

Finally, it has regulated the rules for the liability of an inter- 
state railroad company to an employee injured in its service. This 
is an important measure, for an unfortunate lack of uniformity has 
existed heretofore in respect to the rules of liability in such cases, 
dependent on the court in which the case has been tried... The new 
statute makes everything uniform as to interstate railroads. It has 
introduced into federal law what is called the comparative negligence 
theory by which if an employee is injured proof of negligence on 
his part does not forfeit his claim for damages entirely unless the 
accident was due solely to his negligence. If there was negligence 
by the company, the jury is authorized to apportion the negligence 
and award compensation for the proper part of the damage to the 
employee, and the question of negligence is always for the jury. 

ABCLITION OF FELLOW SERVANT RULE. 

The most important provision of this law, however, is that 
abolishing what is known as the fellow servant rule, by which an 
employee injured cannot recover from his employer for injury sus- 
tained through the negligence of a co-employee. This rule was in- 
corporated into the iaw by Chief Justice Shaw, of Massachusetts, 
on the ground of public policy. It was acquiesced in by the courts 
of England and of this country. Whatever may have been the wis- 
dom of the rule originally, a change of conditions justifies its abro- 
gation. Public policy can be changed by statute, so that this ex- 
emption from liability is not secured by the Constitution to the 
railroad companies. The abolition of the exemption certainly fur- 
nishes a.strong motive to the railroad companies for the exercise 
of greater care in the selection, supervision and control of a'l of 
their employees, which tends not only to the safety of their em- 
ployees but also to the safety of their passengers. 

With these changes all claim by employees against railroad 
companies except in a few extreme cases will doubtless be sett'ed 
by the railroad companies without litigation, just as they now settle 
without suit substantially all claims for injuries to passengers. The 
validity of this law is under consideration by the Supreme Court. 
The only serious doubt in regard to its constitutionality grows out 
of some carelessness of language in limiting its application to inter- 
state railroads, and therefore even if the present law should fall, 
there will he no difficulty in re-enacting it in proper form. 








South Boston Coaling Station of the New York, New Haven & 
Hartford. 


A construction view and description of the large coaling station 
being built for the New York, New Haven & Hartford at Northern 
avenue and B stre<t, South Boston, Mass., was given in our issue of 
March 15. The station has been finished and a view of it is shown 
herewith. It is 1,074 ft. long, divided as follows: Main storage 
pocket, 379 ft.; wharf, 480 ft. long, carrying trestle 20 ft. wide and 
30 ft. high containing shipping bins, and between main pocket and 
wharf a steel bridge of 175 ft. span and 40 ft. of trestle. An end- 
less cable railway extends from end to end of the structure. The 
two Mead-Morrison, Boston type unloading towers, which traverse 
the entire length of the wharf, are unloading a vessel in the view. 
They discharge into the cars of the cable railway, and these empty 
into the shipping bins or carry the coal to the main storage pocket, 
as desired. The shipping bins occupy 250 ft. of the central part of 
the trestle and have capacity for 500 tons They discharge directly 
into trains of gondola cars. The main storage pocket has capacity 
for 13,000 tons. The capacity of the unloading towers is 150 tons 
per hour each, and of the cable railway 300 tons per hour. 

There is a power house containing 250 h.p. of boilers, a cable 
road engine, pump, etc., and in the main pocket the necessary power 
equipment for driving the elevators and conveyors it contains. The 
plant was designed and built by Roberts & Schaefer Co., Consulting 
Engineers and Contractors, Chicago. 
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New York, New Haven & Hartford. 


Panoramic View of South Boston Coaling Station 
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The Tidewater and the Deepwater Railways. 





II. 


VIADUCTS AND BRIDGES. 

In the first article of this series, attention was called to the 
heavy viaduct work that is required all along the line, especially 
on the Deepwater section. Viaducts are used, not on account of the 
large streams that have to be crossed, but because they are cheaper 
than the excessively high fills that would otherwise have to be built, 
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taken care of in the plumb and batter posts beneath the caps in 
square timber trestles and in the piles in pile trestles. The amount 
of superelevation is fixed at 1% in. per degree of curvature up to 
8 deg., beyond which it is constant. 

The longitudinal bracing of trestles is cared for by erecting the 
bents of single-deck trestles in 14-ft. towers measured between cen- 
ters of posts, with a 14-ft. span between the bents. The towers are 
braced with diagonal braces only up to a height of 18 ft., beyond 
which horizontal braces are inserted as shown in the picture. 

Where more than one deck is used, a diagonal 








Three-Story Wooden Trestle; 


though the latter are sometimes used, as in the case of the one at 
Micajah’s Gap, illustrated in the first article on page 345 of the 
Railroad Gazette of March 15. 

As in the case of the smaller openings of drains and culverts, 
the. general type of the viaduct structure has been standardized so 


that the work of designing individual pieces 


Deepwater Railway. 


bracing is put in between the towers, as shown 
on the reproductions of the photographs. 

There are no timber trestles south of the 
first 40 miles at the north end of the Deep- 
water section. Beyond this, steel only is used. 
The general type of the steel viaducts and 
bridges has also been reduced to a standard to 
assist not only in the duplication of parts for 
different structures, but also for the sake of 
maintaining uniformity in the work. 

The regular system is to erect the bents 
in towers and- connect them by plate girders 
whose span is twice the width of the towers. 
Usually the tower width is 30 ft. and the span 
between 60 ft., though, in some of the larger 
structures, the dimensions are raised to 40 ft. 
and 80 ft. respectively. 

A ‘typical example of this viaduct construc- 
tion is given in the details of the one over 
Black Lick creek at milepost 453. It is 
formed of two 30-ft. towers at each end, con- 
nected by 60-ft. spans, and four 40-ft. center 
towers with 80-ft. spans, to which must be 
added two 45-ft. spans carried by a single 
bent, making a total length of 910 ft. between 
abutments. The height of the base of the 
rail is 179.17 ft. This viaduct is on a tangent 
and grade of 0.4 per cent., and is shown in out- 
line in the engraving. A general outline of 
the towers is also given in the engraving of 
the highest one. The posts have a uniform 
batter of 1 in 5% regardless of the height, 
These posts are formed of four 4-in. angles and three plates. 
For the lower ends of the columns the thickness of the web 
plate is 5% in., while it is but 34 in. at the top. In the same manner 
the thickness of the metal of the angles decreases toward the top, 
from % in. to *% in. For the diagonal bracing the same weight of 





has been greatly simplified. Ordinarily the 
viaduct is formed of 30-ft. towers with 60-ft 
spans, with the legs of the former carried on 
concrete piers. The same care has also been 
taken in the standardization of the wooden 
trestles that are used at the northern end of 
the Deepwater section, and which were put 
in before it was decided to use steel at all such 
points. In the review of the line, that has 
already been published, the places where high 
trestles are used were mentioned, and two of 
these on the section of the line already in 
operation are shown in the accompanying il- 
lustrations. Both of these are upon curves, 
one a three- and the other a five-story struc- 
ture; the latter was located about 1% miles 
north of Harper, and was 112 ft. high, but 
has recently been filled in. 

The standardization of these trestles con- 
sists in the establishment of designs for the 
bracing and the heights of the bents. The 
standard in itself applies only to bents of 32 
ft. or less, and the characteristics are the same 
for all above 18 ft. in height. One uniform 
batter of one in five is used for all bents, and, 
where they are less than 18 ft. in height, single 
bracing may be used as in the illustration of 
the 17-ft. bent. Where the height is greater 
than 18 ft. intermediate horizontal braces are 
used as shown in the illustration of the 21 ft. 
bent. The greater heights differ only in the 
length of the posts and sills, both increasing 
with the height. Where the bents rest upon a rock foundation they 
are carried on subsills; in all other places they are supported on 
piles or piers. The dimensions of posts and sills are 12 in. x 12 in., 
the bracing is of 3 in. x 10 in., and the caps of 12 im. x 14 in. x 14 ft. 
long for all bents. The superelevation of the outer rail on all curves 
up to 2 deg., is taken care of by dapping the ties. Above 2 deg. it is 


Five-Story Wooden 





Trestle; Deepwater Railway. 


angle is used for each bent, and measures 5 in.x3%4in.x % in. 

All structures of this class that are erected are proportioned 
to carry, in addition to the weight of the structure, which is esti- 
mated at 450 Ibs. per lineal foot of each track, a live load on each 
track, consisting of two (Cooper Class E 50) engines, coupled and 
followed by a uniform train load of 5,000 lbs. per lineal foot, as 
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shown on the diagram. Then, in proportioning the members of 
the structure, the minimum strains from this live load are increased 
for the effect of impact, vibrations, etc., by the amount given by 
the formula: 
300 
t= 8 (7300) 

in which 

I = effect of impact. 

S = maximum live load strain. 

L == loaded length of single track in feet, producing live load strain. 

Liberal allowances are also made for the wind pressures. These 
are taken at 30 lbs. per sq. ft. on the exposed surface of the entire 
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Longitudinal Bracing, Single Track Trestle. 


structure, as seen in elevation, in addition to a train of 10 ft. 
average height, beginning 2 ft. 6 in. above the base of the rail 
and moving over the bridge; and also at 50 lbs, per sq. ft. on the 
exposed surface of the entire loaded structure, as seen in elevation. 

In the determination of the requisite anchorage for the loaded 
structure, the trains are assumed to weigh 8,000 lbs. per lineal foot. 

As many of the viaducts and bridges along the line are located 
on curves, provision for the additional effect of centrifugal force 
was also incorporated in the specifications. This is based on the 
effect of as many trains as there are tracks, and is calculated by 
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Viaduct over Black Lick Creek; Deepwater Railway. 


a simple formula and added to the live load strains. This formula is: 


H C = .02 W D for curvature up to 5 degrees, 
in which 

C = centrifugal force in pounds. 

W = weight of train in pounds. 

D = degree of curvature. 


Where the curvature is sharper than 
5 deg., the coefficient .02 is reduced by 
0.001 for each degree above five. 

Variation in temperature to the ex- 
tent of 150 deg. Fahrenheit is also pro- ve C 
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To this is added the proviso that no compression member shall 
have a length exceeding 100 times its least radius of gyration, 
except lateral struts, which may have a length not, exceeding 120 
times the least radius of gyration. 

The specifications under which the bridges and viaducts are 
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Finally, all parts of these standard 
structures have been so proportioned that 
the sum of the maximum live and dead 
loads, together with the impact, shall not cause the tensile stress to 
exceed 17,000 lbs. per sq. in.; while, in compression members, the 
permissible stress of 17,000 lbs. per sq. in. is reduced in proportion 
to the ratio of the length to the least radius of gyration of the sec- 
tion by the formula: 


17,000 
12 
1 + 10,000 r” 
in which 
n = permissible working strain per sq. in. in compression. 
1 = length of member in inches between centers of connections. 
r = least radius of gyration jn inches, 


Standard Diagram of Train Loads; Deepwater and Tidewater Railways. 


built also include not only the physical but the chemical properties 

of the metal to be used. These requirements are as follows: 

Bridge steel. Rivet.steel. 
0.04 0.04 


DESZIMUM: PVOS. PANIC; MOF CORE... 6s bcc garnneesc ai.ne J A 
4 BOON ACMA DOP OORT. 5.5.5.5 3 ce Se 85164 3:50 Glore 0.08 0.04 
a MUMNRIE  RAE SOME chs 0 o's: pibialeia, tie s.8 <8 oriohs 0.05 0.04 
Desired ultimate strength in Ibs., per sq. in......... 60,000 50,000 


Minima ‘CIOMBAUCR TSO a oie este 6 ovis estore 22 per cent. 


In this there is no specification as to carbon, that being left 
to the manufacturer. 

These are the main features of the specifications under which 
the bridge work «has been done, and apply to all of the work on 
the line as well as that of the Black Lick viaduct with which they 
are especially associated here. 
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In the plate girders there are two lengths used in the standard 
structures of 60 ft. and 80 ft. respectively. The 60-ft. girder has 
a depth of 72% in. at the ends and is built up with a 7/,. in. web. 
At the top, two extra cover plates are used, 29 ft. and 40 ft. long 


Pedestals of Bridge 70; Deepwater Railway. 
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respectively, and at the bottom, in addition to two of this same 

length, there is one of 48 ft. The 80-ft. girders have a depth of 

9014 in., have a 7/,, in. web and cover plates of the same arrange- 

ment as the 60-ft. girders, except that they are 36 ft., 52 ft. and 
64 ft. long respectively. 

The piers for the viaduct towers are of a 
rich concrete (1-3-6) in which the broken 
stone varies from 7/,, in. to % in. in diameter. 
Great care has been exercised in the construc- 
tion of all of these piers to see’ to it that the 
foundation is of a proper character to carry 
the load, and the specifications for the Port- 
land cement that is used are very rigid. 

What has been said of the viaducts applies 
with equal force to all other bridge construc- 
tion, and the matter has been taken up in 
this detail in order to show that the thorough- 
ness that characterized the surveys and other 
work, as set forth in the first article, has 
been carried in the details of the execution. 
This again means the execution of work with 
the courage of one’s convictions, for a great 
portion of this fine viaduct work is hidden 
away among the mountains of West Virginia 
on the Deepwater section of the line. What 
the character of this country is, is shown in 
part by the reproductions of the photographs. 
The concrete work and the construction of 
the pedestals was done on the steep slopes of 
the mountain hollows of which those for the 
bridge at Herndon, known as No. 70, may be 
taken as typical examples. Naturally, too, in 
such a rough country, where the grade is so 
strictly limited, it frequently happens that 
the viaduct must be on a curve of greater or 
less radius. This occurs with some frequency 
north of the passage of Micajah’s gap, as 
shown by the pictures of bridges Nos. 65 and 

66. It will be noticed, too, that in all of these heavy viaducts, pro- 
vision has been made at the tops of the towers for double tracking, 
though only the single track has yet been laid. This is done in 
the expectation that as soon as the road is opened, the coal traffic 
will develop so rapidly that it will only be a matter of a short time 
before the second track will be required; hence provision has been 
made, regardless of present cost, to meet that requirement when 
it comes. 

It is needless to show the profile and outline of more than one 
of these viaducts, as they are all of the same character, differing 
only according to the profile of the valleys which they cross and in 
height and number of spans. 

The construction is carried on from the north. The road is 
opened for traffic to Mullens, and beyond this the grading has been 
completed on to Matoaka, and the viaducts are following rapidly. 








Bridge 65; Deepwater Railway. 
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As soon as one is erected, the rails are laid on to the next opening 
and construction begun immediately, sometimes with an interval 
of not more than from 24 to 48 hours. 

After the passage of Clark’s gap the road enters a more open 
country, though this can only be said of it in comparison with that 
lying to the north, and finally it reaches a branch of the Norfolk & 
Western north of Matoaka. It follows this road as far as Rock, at 
which point there is a high viaduct, and in the meantime crosses it. 
The character of the foundations for the crossings at Widemouth 
creek and Matoaka are well shown by the en- 
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2 ft. above extreme high water and is provided throughout its 
whole height with a steel fender made of an 8 in. x 8 in. x % in. 
angle anchored to the concrete by %4-in. bolts 14 in. long. The whole 
pier is formed of what is known as the standard class B concrete of 
the road set in a batter of % to 12 on all sides except on the broad 
sides of the upper part where it is 44 to 12. This class B concrete is 
1-3-6 Portland cement mixture and is used for retaining walls and 
bench walls of arches, abutments and other similar places. The 


specifications for this class of concrete also permit the use of irreg- 





gravings. 

The same features are characteristic of the 
bridge as well as the viaduct work. There 
are some notable examples of bridge work 
along the line, of which the most remarkable 
is that of the New river bridge at Glen Alen. 
Reference has already been made to the spec- 
tacular features of the location of this bridge 
in the previous article, where, abandoning the 
first location that followed the bend of the 
East river, crossed the New river at right 
angles to the flow of that stream, about 45 ft. 
above the water, it strikes through a bluff on 
the south shore and runs in an air line diag- 
onally across the river at a height of 122 ft. 
above the low water line to a bluff on the 
other side that marks a bend in the stream. 
The character of this leap is but faintly 
shown by the photograph of the location in 
which the camera was located near the site 
of one abutment, and the location on the op- 
posite shore is marked by the black line 
which shows the path trodden by the engineers 
in running through a cornfield and up the 
slope to the bluff that road is to round and 
follow. 

The outline of the bridge is shown in the 
engraving, and will there be seen to consist 
of two approach spans at the east end of 57 
ft. 8 in. and 60 ft. respectively, carried by a 
single bent, followed by eleven 60-ft. tower 





Bridge Piers at Matoaka, W. Va.; Deepwater Railway. 


spans; then five river spans of 136 ft. each, 
a:span of 125 ft. over the Norfolk & Western 
Railway, ending in two spans of 60 ft. and 
51 ft. 8 in. respectively. The 60-ft. spans are 
of the plate girder type and identical with 
the standard viaduct construction and are 
carried by 30-ft. towers as already described. 
The river spans are trussed and designed 
especially for this work, and are carried on 
concrete piers. Owing to the diagonal loca- 
tion of the bridge above the stream these 
piers stand at an angle of 55% deg. to the 
center line of the tracks, and No. 1, or that 
nearest the west bank of the river, is illus- 
trated as typical of the whole. It rises to 
a height of nearly 62 ft. above the extreme 
high water, and is carried down to rock be- 
neath the bed. As the total rise of water in 
the river at this point amounts to 25% ft., 
with a very swift current, there must be an 
ample provision for starkwater protection. 
From the high-water level to the rock is about 
334 ft., so that the latter is but 8 ft. below 
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extreme low water and 6 ft. below the bed of 
the stream. The starkwater protection rises 


Piers for Widemouth Creek Crossing, Bridge 78; Deepwater Railway. 
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this class of work cleavage lines are provided 
in all copings, and bridge seats not more than 
10 ft. apart to prevent temperature cracks, 
though the netting reinforcement is carried 
unbroken through the entire length of the seat. 
The pedestal rests upon a rectangular foun- 
dation measuring 19 ft. 544 in. x 49 ft. 10% in. 
and approximately 6 ft. thick, into which the 
fender angle of the starkwater protection 
projects 6 in. 

The outer faces of these piers are given 
a mortar coat 1 in. thick, made of one part 
Portland cement to two parts sand, which is 
deposited simultaneously with the backing. 

The general form and proportions of the 
piers are given on the engravings. In this it 
will be noticed that a reinforcement is used 
between the pedestal and the upper portion. 
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Abutments of New River Bridge; Tidewater Railway. 
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Elevation of Deck Girder Bridge over New River; Tidewater Railway. 


ular shaped rubble stones of sizes not exceeding 1% cu. ft. to be laid 
in each course of concrete, provided they are so arranged that spaces 
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Matoaka, W. Va., Showing N. & W. and Deepwater Railways. 


pier, one that is much richer and known as the class C is used for 
the coping. This is a Portland cement (1-1-2) mixture and is used 
for copings, pedestals and bridge seats. In laying this the top 
surface is floated and rubbed smooth and hard and true to grade and 
line, and is tied together by wire netting. In case it is to be called 
upon to sustain an extra heavy concentrated load it is reinforced 
by I beams or rails so embedded as to distribute the stresses. In Piers of New River Bridge; Tidewater Railway. 








L---95$-21 











This reinforcement consists of 1 in. straight 
square steel rods 20 ft. long and 20 in number. 
Reinforcement is also used between the coping 
and the pier, in addition to the netting used 
near the top of the coping itself. 

The abutment of the bridge, of which the 
drawings of the one at the west end are re- 
produced are built of the same materials and 
in essentially the same manner as the piers. 
The slope of the natural surface of the rock 
at these points renders stepping necessary, and 
this is done in order to secure a horizontal 
footing for the concrete. The reinforcing is 
also, somewhat different, and it will be seen 
that the lower courses are anchored to the 
rock and that each succeeding course is an- 
chored to the one below it. The anchors to the 
rock are of steel 1 in. square, and extend 
18 in. into the same and are leaded and rise 
24 in. into the concrete. The horizontal rein- 
forcing is placed in each course up to the 
highest step in the rock and runs in two direc- 
tions at right angles to each other, the longi- 
tudinal rods being placed near the top and 
bottom of each course on 4-ft. centers with 
Site of Bridge over New River; Tidewater Railway. those at right angles to them between with a 
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vertical distance between the several rows of 12 in. Weep holes are 
also carried from the back to the front on an incline to provide 
drainage, as shown. 

The roadbed immediately back of the abutment is made 16 ft. 
wide with a gradual increase to 18 ft. 

While the New river bridge is, perhaps, the most interesting 
on the line owing to the boldness of its location, there are a num- 
ber of others that are possessed of interesting engineering features. 

One of these is that over Falling river and the Norfolk & West- 
ern Railway at Brookneal, about 174 miles from Sewall’s Point. 
This is a tangent structure with an approach over a 5 deg. curve 
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concrete is used for the pedestals, with a wire netting reinforcement 
near the top and bottom. The batter used is 44 to 1, and the sizes 
of the pedestals vary with the height to which they are carried in 
order to raise the foot of the tower above high water. 

The abutments for this bridge may be taken as example of the 
standard type of this structure used all along the line. In it the 
class B concrete is used for all of the wall and upper portion, with 
the exception of the seat, which is class C. It rests on a founda- 
tion of a somewhat poorer mixture. This is 1-4-7144 Portland cement 
concrete and is used for foundations only. As in the case of the 
class B, the use of rubble stones not more than 1% cu. ft. in volume 
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Masonry Details of Bridge over Falling River and Norfolk & Western; Tidewater Railway. 


from the east. It has a total length between back walls of 1,650 ft. 
8 in. and consists of two 45-ft. spans at the eastern end followed 
by fourteen 60-ft. spans, then one of 90 ft.; one of 50 ft. and two 
of 45 ft., or 20 spans in all. These are supported by the usual 30-ft. 
towers of the standard type already described, with the exception 
of the short spans at the ends, where single bents are used. The 
usual plate girder is used for all spans, and the grade has a rise 
of 0.16 per cent. from west to east. The structure comes. more 
probably perhaps under the classification of a viaduct in that it 
crosses, for the greater portion of its length, over the flats at the 
east of Falling river, though one small stream is crossed. These 
flats are, however, subject to overflow, so that the pedestals are 
carried well up above the ground and high water mark. The tops 
of these pedestals are set about 61 ft. below the base of the rail, and 
the latter is about 80 ft. above extreme low water in Falling river. 
Borings were made along the center of the structure, and the rock 
was found to average from 8 ft. to 13 ft. below the surface, though 
at the edge of the river borings were run down 21 ft. without finding 
rock. In places where the depth of the rock was excessive the ped- 
estals were set on piles. Where this was done they were driven in 
nests of 16 on 2-ft. 6-in. centers, and their tops extended up into the 
pedestals for 12 in., as shown, and the first layer of reinforcement 
was 6 in.-above that. This rule applies to the ordinary pedestals 
away from the river, but in the case of the bent at the water’s edge, 
where the pedestals stand at an angle with the center line of the 
bridge, they are given a starkwater protection and the pile plan is 
that shown. 

As in the case of the New river bridge piers, the class B (1-3-6) 
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Masonry Details of Bridge Over Falling River and Norfolk & 
Western; Tidewater Railway. 


is permitted, provided a spacing of 12 in. well filled with concrete 
is allowed, and none used.in that deposited under water. Such 
foundations are usually reinforced with 1-in. square steel rods set 
near the bottom on 12-in. centers. 

These abutments are provided with drains formed by 4-in. tiles 
set in the body of the concrete and dropping sharply down from 
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Elevation of Drawbridge over South Branch of Elizabeth River; Tidewater Railway. 
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the back to the front. On the front face there is a batter of 1 in. 
to the foot, and the back of the wall is stepped as shown. 

The back filling at all abutments is of cinders or other porous 
material, and the back face of each wall is waterproofed. This con- 
sists of five-ply No. 28 tar roofing felt, mopped together with straight 
run coal tar pitch. 

At the front, the slopes are well rip-rapped, and this is also 
done at any pedestals where it is considered that there is any lia- 
bility to washing. 

Finally, on reaching tidewater, the road crosses two navigable 
streams as it swings around the outskirts of Norfolk in its approach 
to Sewall’s Point. These are the southern and eastern branches of 
the Elizabeth river. Here at the edge of the Great Dismal swamp 
the soil is a soft alluvial deposit where dredging can best be done 
by pumping, and where the bearing capacity is below that which 
would be required for carrying the foundations and piers of a heavy 
railroad bridge. These are, therefore, carried on piles cut off well 
below the bottom line of the river, and on them a cribwork is built 
and above it the concrete piers for span and drawbridge supports. 
They do not differ in the general features of construction from 
those of the New river bridge already described except in the de- 
tails of the dimensions. 
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The superstructure of the bridge over the southern branch is 
shown in outline. It is a double track, through riveted girder con- 
struction, and has the same substantial appearance as the other 
work along the line. The skyline of the trusses is straight, except 
for a rise at the center of the draw, necessitated by the location of 
the operating cabin. The draw opening is 110 ft. in the clear on 
each side. The elevation of the rail is but 16%4 ft. above mean low 
water, a condition resulting from the low character of the ground on 
each side of the river over which the approach is made. 








The New Haven-Boston & Maine System. 





Of the two maps published herewith, the first shows the steam 
railroad mileage owned by the New York, New Haven & Hartford, 
not including the New York, Ontario & Western, which it controls 
but which it is likely sooner or later to relinquish, and the mileage 
of the Boston & Maine and its controlled roads in Maine, the Maine 
Central, the Somerset Railway and the Washington County Rail- 
way. The electric lines owned by or associated with the New York, 
New Haven & Hartford are shown on this map by light lines. The 
trackage rights obtained not long ago by the New Haven over the 
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The New York, New Haven & Hartford and the Boston & Maine. 
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Boston & Albany and the northern end of the Harlem division of 
the New York Central as well as the running rights which the 
Boston & Maine has long exercised on its Connecticut River Line 
over two short stretches of the Central Vermont, are also indicated. 
The steamboat lines of the New England Navigation Company are 
shown but not the Merchants & Miners lines which the New Haven 
controls, from Boston, Fall River and Providence to Philadelphia, 
Baltimore, Norfolk, Newport News and Savannah. In a word, the 
map represents the New England system of the combined New Haven 
and Boston & Maine companies and gives an accurate idea of the 
property involved in the pending consolidation. 

The other map, which is official and published for the first time, 
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all of the street railways in the cities of Providence, Worcester, 
Springfield, Hartford, Waterbury, Bridgeport and New Haven, as 
well as numbers of smaller cities, besides all of the interurban mile- 
age shown. The total mileage represented is about 1,300 miles. 

Further comment on the consolidated New Haven-Boston & 
Maine system will be found in the editorial columns. 








Foreign Railroad Notes. 





In Barcelona and in northwest Spain, the chief industrial re- 
gions of the country, a movement has begun in favor of reducing 
the Spanish broad gage to the standard. This would have been 
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The Electric Railway Interests of the New York, New Haven & Hartford. 


is a reproduction separately and on a larger scale of the New 
Haven’s electric railways shown on the first map but there obscured 
at many points by the thickly clustering steam railroad lines. All 
the electric lines except those in Massachusetts are controlled 
through the Consolidated Railway Company. The New England In- 
vestment & Security Company holds all the Massachusetts lines. 
It will be noticed that the electrified steam line from New York 
to Stamford is not included among the electric lines; on the other 
hand, the Stamford-New Canaan line and the road from Providence 
to Warren and Bristol, both usually shown on maps of the steam 
lines of the road, are included. The extent of the New Haven’s 
electric railway interests may be judged from the fact that with 
one or two unimportant exceptions the electric system represents 





done long ago, doubtless, but that the interchange of freight be- 
tween Spain and the rest of Europe is effected mostly by sea, near 
which are all the productive parts of Spain. . 





The Wurtemberg State Railroads are about to reconstruct the 
Stuttgart terminal, with a great deal of heavy earthwork, masonry, 
etc. When the matter came up in the Parliament, a socialist mem- 
ber moved that the contractors be required to employ only citizens 
of the German Empire. The Minister of Railroads and the General 
Manager both declared this to ‘be not only inadvisable but impos- 
sible, if the work is to be completed within a reasonable time. The 
laiter said “You all know that great earthworks can’t be made with- 
out Italians. For tunnel work there are no more skillful workmen.” 














GENERAL NEWS SECTION ~. 


NOTES. 





The Seaboard Air Line has decided to comply with the Virginia 
law reducing passenger fares to two cents a mile. 


The Railroad Commission of Nebraska has ordered reductions 
in freight rates on corn and wheat, but will, in September, hear 
railroad companies which have objections to offer. 


At Montgomery, Ala., August 14, the Federal Court, acting on 
the application of the Louisville & Nashville, enjoined all state 
officers from enforcing the 214-cent passenger-fare law against the 
L. & N. 


The Chicago, Burlington & Quincy has been found guilty, at 
Chillicothe, Mo., of violating the eight-hour law as applied to teleg- 
raphers, and fined $200. An appeal was taken. This is the first 
conviction under the law passed at the last Missouri legislature. 


Local newspapers report that block signal operators on the New 
York Central, in central New York, now receiving from $52 to $65 
a month, have received notice of a reduction of wages on October 1, 
when, under the new state law, their working time will be reduced 
to eight hours a day. 


The Pittsburg & Lake Erie, according to a local paper, has 
placed its telegraph operators on an eight-hour basis. While the 
company is not required by the Federal law to make this change 
until March 4 next, the officers thought it best to provide the road 
with a full force of competent telegraphers. 


In the month of July the Bessemer & Lake Erie carried 781,000 
tons of cre, or 74,000 tons more than in any one previous month. 
During the season, to the first of this month, the total weight of 
ore carried by the road was 2,978,780 tons, which is 16.5 per cent. 
more than the total for the same period last year. 


The New York State Public Service Commission, Second dis- 
trict, has called upon all railroads and street railroads to send in 
by September a statement showing all mileage books or mileage 
tickets of any description on sale, with prices, and all rules or regu- 
lations governing the sale, use and redemption of such tickets. 


In a fire at Kingston, N. Y., on Sunday evening last, the freight 
house of the New York Central, 800 ft. long, together with 40 freight 
cars, both house and cars being filled with merchandise, was com- 
pletely destroyed. Some of the cars contained black powder and 
others many barrels of oil, so that the fire was uncontrollable almost 
from the start. Loss about $300,000. 


Complaint is being made in Wisconsin that since the two cent 
fare law went into effect the railroads have abolished certain low 
commutation rates from cities to manufacturing establishments a 
few miles out of the city; an advance in rates which imposes a 
hardship on workmen engaged in these factories and living in the 
city. The low commutation rates were originally established to 
encourage the building of the factories. 


The Railroad Commission of Wisconsin on an application of 
the Rib River Land Company, holds that the road of the Wisconsin 
Central from Goodrich to Athens, formerly a logging road, must 
be put in first class shape and opened to the public for the trans- 
portation of freight. The Wisconsin Central claimed that the line 
in question was only a logging road and that the company, there- 
fore, was not bound to operate it as a common carrier. 


The State Railroad Commission of Oregon has issued an order 
requiring the maintenance of bulletins at all passenger stations 
showing the probable arrival of trains, including, apparently, those 
mn time as well as trains which are delayed; another requiring 
ipplications for cars to be recorded at each station, in a book open 
‘o shippers, with a view to enforcing impartiality. A third order 
requires clean and otherwise satisfactory waiting rooms at all 
stations. This last order is the result of a formal finding that on 
ll of the principal roads of the state the service in this respect is 


insatisfactory. 


The Novelty Souvenir Company, of Marinette, asked the Wis- 
onsin State Railroad Commission to order the American Express 
Company to accept packages addressed to the American District 
Yelegraph Company at its different offices. The packages contain a 
number of different parcels to be delivered by the messenger boys 
f the telegraph company. The express company answered that it 
Was engaged in local delivery as well as train delivery business, 
ind that it could not be compelled to carry the packages on its 
rain routes and turn them over to a rival delivery company at 
‘ihe terminal. The Commission dismissed the petition, holding that 
it is entirely within the province of a common carrier to require 


that all goods shipped in a single package shall be for a single 
consignee. 


The New York State Public Service Commission, First district, 
has issued rules to prevent overcapitalization of corporations and 
designed to prevent not only stock watering transactions but merg- 
ing of railroad companies except where such amalgamations would 
be in the public interest. Another rule adopted relates to the pro- 
cedure companies must follow in seeking to increase their capital. 
Three applications have already been made to this commission for 
permission to increase bonded indebtedness. The Brooklyn Union 
Railroad Company wants to borrow $20,000,000, the Nassau Electric 
Railroad $5,000,000 and the Queens Electric Light & Power Company 
$1,000,000. 


The Public Service Commission of the Second district of the 
state of New York has issued a circular of questions concerning 
demurrage on freight cars, and all roads are required to send an- 
swers by September 9. The Commission will go very thoroughly 
into the whole matter. For example: 

“Give names and, titles of all officers or agents who are authorized to 
control and direct the distribution of cars. Are consignees permitted to sc- 
lect and load cars for shipment, from those delivered to them with freight, 
irrespective of strict application of rules for car distribution? State the prac- 


tice in the past. 

“Submit a statement showing the aggregates for each operating division, 
separately, of the following items of demurrage account during the year ending 
June 30, 1907: Number of stations reporting; number of cars reported ; aver- 
age detention; percentage released in limit ; earnings; collections; total un- 
collected; agents’ relief; refunds ; 








Trade Catalogues Wanted. 





The Technology Department of the Carnegie Library of Pitts- 
burg announces that it is endeavoring to make an extensive col- 
lection of trade catalogues and will be glad to receive catalogues 
from any of the advertisers in the Railroad Gazette. These catalogues 
will be given a prominent place on the shelves, carefully catalogued 
under both firm name and subject, and made accessible to the public. 
They should be addressed care of H. W. Craver, Technology Depart- 
ment, Carnegie Library of Pittsburg. 








United States Express Company Statement. 





The minority stockholders of the United States Express Com- 
pany have been trying to have the dividend rate made larger than 
the 4 per cent. now paid on the $10,000,000 capital stock. The in- 
come account for the six months ended June 30, 1907, which has 
just been sent to the stockholders, shows, however, that the com- 
pany is earning less than the present dividend rate. The company 
has not been issuing regular reports. Gross earnings increased 7 per 
cent. over the corresponding period of 1906, but net decreased 63 per 
cent.; the net income was $137,097, or 1% per cent. on the capital 
stock, an annual rate of only 2% per cent., while during the same 
period last year the net income was at the rate of 7% per cent. 
yearly on the capital stock. The balance sheet as of July 1, 1907, 
shows total assets of $13,700,000, over half of which consist of in- 
vestments in other companies. Current liabilities were $569,000 
larger than current assets. The profit and loss surplus was $639,000. 








The South and the Railroads. 





It might be well enough for Alabama to drive the Southern 
Railway out of the transportation business within the limits of 
that state, so that the people may realize what a grand and glorious 
thing it is to have no railroads to grind them to the earth. It 
seems to be the determination of Alabama to test the thing and 
make a serpentless Eden by turning the state into a railroadless 
Alabama. The law of Alabama requires a foreign corporation to 
abdicate its rights under the constitution before it can be licensed 
to operate a railroad in that state. 

If the railroad mileage of Alabama were double what it is, the 
transportation facilities of that state would not be equal to those 
enjoyed by the people of Indiana. No state is more abundantly en- 
dowed by nature than Alabama. Soil and climate are all that could 
be desired. Her mountains and hills are full of iron, coal and stone. 
Birmingham is one of the marvels of American energy and the 
product of railroads. The northern part of the state should abound 
in manufacturing cities, aggregating millions of inhabitants, busy 
in the hives of industry. All that is lacking is for the corporations 
and the people to practice justice in their mutual intercourse and 
be friends. 

And friends they would. be if it were as odious for politicians 
to practice demagogy in Alabama as it now is for corporations to 
operate railroads in that state, No other section is so sorely in need 





212 


of more and better roads as the South. It is a blind, fatuous folly 
for the South to discourage the railroad business, but that is what 
the South is doing, and at a time when that region was never so 
prosperous and its destiny never. so promising.—The Washington 
Post. 








Rogers Journal Box with Wick Oiling Device. 





The Rogers journal box with wick oiling device is shown in 
the accompanying illustrations. The construction is, best shown by 
the longitudinal section, Fig. 1. The lower part of the box is in 
two parts, the forward one.of which is the oil tray of Fig. 2. Within 
the latter is a wick holder, which fits over four pins_in the tray 
and contains a central longitudinal opening in which the wicking 
is placed and held by six transverse pins in the holes shown. The 
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Fig. 1—Rogers Journal Box; Lateral Section. 


oil springs over the oil-tray pins keep the wicking pressed against 
the journal. The oil tray, or cellar, with: the contained wick holder 
and wicking may be removed readily for examination and necessary 
attenlion. The wicking is the ordinary cotton variety, such as used 
in lamps, woven in widths to suit, several layers being used for 
a box. 

The journal box has front and rear dust guards. The front 
guard is made of sheet metal and formed to fit into the lid opening. 
It is secured to the lid. This guard is not only for the exclusion 
of dust and other foreign matter, but to prevent oil being thrown 
out around the lid by the rotating journal. The rear guard is made 
in two sections, which slip into openings cast in the sides of the 
box. The inner edges are rabbeted to overlap each other, ana on 
the outer edge of each is a flat spring which presses against the 
vertical strip inserted in suitable slots to close the opening and 
retain the guard. 

The claims made for the device are, a substantial saving in oil, 
elimination of the use of waste, prevention of hot boxes and reduced 
wear on journals and brasses. It has been tested in service for 
some time on equipment of different kinds, including freight cars 








Fig. 2—Oil Cellar and Wickholder. 


on the Rock Island, suburban passenger cars on the Illinois Central 
and switching engines of the St. Louis National Stock Yards, with 
good results, the superintendent of terminals of the last-named com- 
pany stating, for example, that on two switch engines on which 
the boxes have been in service for over a year, there were no hot 
journals, no perceptible wear on brasses, no driving-box cellars to 
pack, and no trouble of any kind. Two more engines are being 
equipped. The Kansas City Railway Fouadry Co.; Kansas~City, 
Mo., is the maker, and Hotchkiss, Blue & Co,, Chicago, are sole 
agents, 
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Lines in Italy to be Electrified. 





The following is a list of the various electrification projects 
for which the ltalian government has obtained sanction: 
tang, miles. 


1. Pontedecimo to Busan. ...6.scccetdicsccccss 

2. Gavena to San Giusenpe ... «i262 2 5. v0 seiees 18 
3. -ATGONECCHIG. TO BEOGBNO 026 00% 60s siearseis.e 0 4 
4. Milan to Monga and Lecco .. .. 26s. ceceeesce 31 
&.. USMALC TO DGIPAING), 6 6.6:60i0 ssc 06ie 600 40 gees 16 
6. Calolzio*to Ponte San Pietro: ....5 22.05.2660 11 
oa MNS FEO ONO ioc cin. J oro Sits a5 Suk ersten ALS 31 
S, MGV TAGS: CO TACO on ok ote ico ei ce es ese nes 20 
D. “FROMORDERGIA TO TSGHC 6 8 cole we oia eve ewie’e 11 
40. “PISUOIA 10 PORPCUIe  oixjecsig cs 5 3 re sis resielne ness 25 
11. Naples to Torre Annunziata and Salerno..... 33 
12. Torre Annunziata to Casteliammare. ......... 4 


Total 
Of these, the Italian Westinghouse Company is equipping. No. | 
with three-phase current, while Nos. 4, 5, 6 and 9 will probably be 
direct-current. The first project, which is to give additional facili- 
ties to Genoa, is intended to take full advantage of the regenerative 
possibilities of the three-phase system. There are to be three short 
up-trains at intervals of 10 minutes, for each one coming down at 
intervals of 30 minutes, the latter weighing five times that of the 
former. Two engines, one pushing and the other pulling, will be 
used on the up grade. A power station of 7,500-k.w. capacity, gen- 
erating current at 13,000 volts and a frequency of 15 cycles, ‘is being 
erected at Genoa. Current will be transformed in static sub- stations 
to the line pressure of 3,000 volts. 








TRADE CATALOGUES. 





Boiler Compound.—The H. W. Johns-Manville Co., New York, 
distributors of the “Magic” boiler compound made by John Callahan 
& Co., Chicago, are sending out a small folder with the title “How 
to Clean a Boiler,” in which are set forth the things which the 
“Magic” compound will do and will not do in a boiler. The com- 
pound is put in the boiler with the feed water and it is claimed that 
it will remove scale and prevent its formation without causing 
foaming or attacking the boiler plates or steam packing. © 





Road Treatment.—The Barrett Manufacturing Co., New York, 
describes in a handsomely iilustrated pamphlet a-system of -maca- 
dam road treatment with a coal tar compound for the prevention 
of dust. The compound is known as “tarvia,’’ and it is poured and 
swept over the surface of the road while hot. It forms an efficient 
binder for the stones and preserves the surface, making it smooth 
and dustless. One treatment is said to last for at least a year. 





Structural Steel—The Bethlehem Steel Co., South Bethlehem, 
Pa., has had prepared for the use of architects, structural engineers 
and others a small handbook of tables of properties of the special 
structural shapes which will be rolled in the new universal mill at 
South Bethlehem. These shapes include wide flange I-beams, spe- 
cial girder beams and H-columns. 





Belt Conveyors.—A 4-page pamphlet, issued by the Robins Con- 
veying Belt Co., New York, illustrates and describes a package con- 
veyor system in a new large department store. The installation in- 
cludes three 30-in. conveyors varying in length from 71 to 190 ft., 
and one 36-in. belt 75 ft. long. They are driven by electric motors. 





Drilis—A 20-page booklet, issued by the Ingersoll-Rand Co., 
New York, describes the Temple-Ingersoll electric-air rock drill. 
The air compressor is portable, being mounted on a small steel 
truck and geared to a direct or alternating current electric motor. 
Armored cables connect the motor to the feed wires. 





Roofing Slates —A pamphlet entitled “The True Cost of Things,” 
issued by the Genuine Bangor Slate Co., Easton, Pa., argues in 
favor of the company’s product on the’grounds of its durability, 
looks, fire protection and other features, as compared with metal, 
wooden and other roofings. 





Variable Speed Motors—A pamphlet issued by the Electro 
Dynamic Co., Bayonne, N..J.,. consists of half-tone illustrations of 
inter-coil variable speed motors as applied to different machine tools. 
These motors are made in sizes from % h.p. to 150 h.p. 





Coal Handling and Storage Machinery.—Catalogue No. 70 of 
the Dodge Coal Storage Co., Philadelphia, Pa., describes more than 
100 different types of coal handling and storage machinery which 
have been built by this company. 





Pneumatic Tools.—Catalogue No. 8, of the Independent Pneu- 
matic Tool Ce., which supersedes all former issues, illustrates and 
describes all types and sizes of Thor pneumatic tools, including 
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hammers, drills, boring and grinding machines, hose couplings, 
rivet forges, flue rollers and other tools. Numerous illustrations 
reproduced from photographs show the various kinds of work to 
which these tools are adapted. 





Asbestos Roofing—A folder distributed by the H. W. Johns- 
Manville Co., New York, describes some of its asbestos products, 
including “J-M” asbestos roofing, ‘“Asbestoside” for wall siding and 
Keystone hair insulator. 








MANUFACTURING AND BUSINESS. 





C. M. Mileham has been appointed Master Car Builder of the 
Doud Stock Car Company, Chicago. 


The Stone & Webster Engineering Corporation, Constructing 
Engineers, Boston, Mass., now occupies its own building at 147 Milk 
street, Boston. 


Carl R. Green, Consulting Mechanical Engineer, Dayton, Ohio, 
has designed a line of pneumatic hammers for the Columbus Pneu- 
matic Tool Co., Columbus, Ohio. These hammers have been on the 
market for several months. 


The Electric Storage Battery Co., Philadelphia, Pa., has re- 
moved its San. Francisco sales offices from the temporary location, 
at 11 Hawthorne street, to the Crocker building, where they will 
be permanently located. 


The Power Specialty Co., 111 Broadway, New York, has secured 
the exclusive selling rights of Duval metallic packing in this coun- 
try, Canada and Mexico. It will carry a complete stock of this 
packing in standard sizes. 


The Dayton Pneumatic Tool Co., Dayton, Ohio, has established 
an agency with Root, Neal & Company, 178-180 Main street, Buf- 
falo, N. Y., who will carry in stock a complete line of “Dayton” 
and “Green” pneumatic hammers, repair parts and accessories. 


John Reid, who for several years has been connected with the 
Consolidated Railway Electric Lighting & Equipment Co., New York, 
has resigned to become Assistant to the Vice-President in charge 
of sales of the Bliss Electric Car Lighting Co., Milwaukee, Wis., 
with office at New York. 


The Wallace-Coates Engineering Co., Chicago and Portland, 
Ore., has been retained by the Portland & Seattle to design and 
supervise .the construction of two large reinforced concrete struc- 
tures to be built on the line of that road. One is a long viaduct in 
Vancouver, B. C., and the other is a 160-ft. arch over the Klickitat 
river. This will be the longest concrete bridge in the far west. 


The Central Inspection Bureau, New York, recently inspected 

a large number of flat cars for the Parral & Durango Railway, at 

the Middletown Car Works; also a number of box, flat and stock 

cars at the Terre Haute plant of the American Car & Foundry Co.; 

a large number of interurban cars for the American Railways Com- 

pany at the Jewett Car Works, and a number of interurban cars 

’ for the Eastern Pennsylvania Railway at the works of the Cincin- 
nati Car Co. 


Hiram J. Slifer has opened an office as Consulting Civil Engi- 
neer at 49 Exchange place, New York City. Mr. Slifer will special- 
ize in steam railroad work and is prepared to make physical ap- 
praisements, examinations, surveys, analyses of transportation costs 
and maintenance of way economics and supervise construction. 
His long and varied experience makes him well qualified for this 
work. He is a graduate of the Polytechnic College of Pennsylvania, 
and for 20 years was engaged in location, construction and mainte- 
nance with the Mexican National Construction Co., the Pennsylvania 
and the Chicago & North-Western. From 1898 to 1905 he was Super- 
intendent and General Superintendent on the Chicago & North-West- 
ern and the Chicago, Rock Island & Pacific. Since 1905 he has been 
construction manager on steam railroad properties for J. G. White 
& Co., New York. He is a member of the American Society of Civil 
Engineers, the American Railway Engineering and Maintenance of 
Way Association and the Western Society of Engineers. 








Iron and Steel. 





The New York, New Haven & Hartford is asking bids for about ~ 


200 tons of bridge steel. 

The Panama Railroad, it is said, is in the market for 3,000 tons 
of Bessemer rails for immediate delivery. 

The Erie has bids in for bridge material to be used on the struc- 
ture over the Hackensack river and approaches. 


The sale of 1,000 tons of rails is reported for a plantation-line 
in Cuba and the same quantity for a line in Newfoundland. 
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-ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


Toledo, Angola & Western.—J. M. Kuttner has been appointed 
Auditor and Traffic Manager, with office at Toledo,‘ Ohio. 


Operating Officers. 


Baltimore & Ohio—A. W. Thompson, Superintendent of the Wheel- 
ing division, has been appointed Chief Engineer of Maintenance 
of Way, with office at Baltimore, Md., succeeding J: B. Dickson, 
resigned to become .Assistant to the General Manager of* the 
Erie. O. Rickert, Division Engineer of the Monongah division, 
succeeds Mr. Thompson, with office at Wheeling, W. Va. W. C. 
Barrett, Division Engineer of the Wheeling division, succeeds 
Mr. Rickert, with office at Grafton, W. Va. F. J. Bachelder, 
Division Engineer of the Shenandoah division, succeeds Mr. 
Barrett, with office at Wheeling. - J. B. Myers, Assistant Engi- 
neer of the Cumberland division, succeeds.Mr. Bachelder. Mr. 
Thompson was born at Erie, Pa., in 1875. He was educated at 
Allegheny College, Meadville, Pa., and began railroad work in 
1898 as a rodman on the Pittsburg & Lake Erie. From August, 
1899, to September, 1900, he was a transitman on the Pittsburg 
division of the Baltimore & Ohio; he was then made Assistant 
Engineer. He was appointed Division Engineer of the Cumber- 
land division in the fall of 1901, and in November, 1902, was 
promoted to be Division Engineer of the Pittsburg division in 
charge of maintenance and construction. The next month he 
was made Superintendent of the Cumberland division, and in 
February, 1904, was transferred to the Wheeling division, where 
he remained until his present promotion. 

Thomas Jamison, yardmaster at Connellsville, Pa., has been 
appointed to the new office of Trainmaster of the Somerset & 
Cambria branch of the Connellsville division. 


Buffalo é& Susquehanna.—F. W. Allen has been appointed Superin- 
tendent at Galeton, Pa., succeeding S. P. Henderson, resigned. 


Chicago, Rock Island & Pacific.—The authority of H..E. Allen, As- 
sistant Superintendent of the Oklahoma division, has been ex- 
tended over the Fort Worth division. j 


Erie.—J..B. Dickson, Chief Engineer of Maintenance of Way of the 
Baltimore & Ohio, has been appointed Assistant to the General 
Manager of the Erie. 


New York Central & Hudson River.—M. E. Welch has been appointed 
Trainmaster at Batavia, N. Y. 


Pacific & Idaho Northern—W. M. Hauser, chief clerk to the Vice- 
President and General Manager of the Wheeling & Lake Erie, 
has been appointed Assistant General Manager of the Pacific & 
Idaho Northern, with office at Weiser, Idaho. 


Southern Pacific—T. R. Jones, Superintendent -at. Sacramento, Cal., 
has resigned. D. Burkhalter, Superintendent. at Bakersfield, 
Cal., is Acting Superintendent, succeeding to the duties of Mr. 
Jones. 


Traffic Officers. 


Chicago & North-Western—Samuel F. Miller, Assistant General 
Freight and Passenger Agent, has been appointed General 
Freight and Passenger Agent of the Nebraska and Wyoming 
divisions, with office at Omaha, Neb. 


Intercolonial.—_J. J. Wallace, General Freight Agent of this road 
and of the Prince Edward Island. Railway, has retired. 


Prince Edward Island.—See Intercolonial. 


Trinity & Brazos Valley.—Harry Bronson, chief clerk to the General 
Passenger Agent of the Chicago, Rock Island & Pacific, has been 
appointed General Passenger Agent of the Trinity & Brazos 
Valley, effective September 1. 


.Engineering and Rolling Stock Officers. 


Baltimore & Ohio.—See this company under Operating Officers. 


Chicago, Burlington & Quincy.—J. Dietrich, Assistant Superintendent 
of Motive Power of the Lines West of the Missouri river, has 
been appointed Master Mechanic of the Lincoln division of the 
Lines West, with office-at Lincoln, Neb., succeeding J. J. But- 
tery, assigned to other. duties. 


Chicago, Milwaukee € St. Paul.—M. J. La Court, foreman of the car 
department at La Crosse, Wis.,. has been appointed General 
Traveling Inspector of Cars. 


Nashville Terminal. Company.—E. G. Holladay, Engineer, has re- 
signed to go into other business.. H. R, Manby, Assistant Engi- 
neer, succeeds Mr. Holladay. 
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Seaboard Air Line—R. P. C. Sanderson, Superintendent of Motive 
Pewer, has resigned. See Virginian Railway. 


Virginian Railway.—R. P. C. Sanderson, Superintendent of Motive 
Power of the Seaboard Air Line, has been appointed Superin- 
tendent of Motive Power of the Virginian Railway, with office 
at Norfolk, Va. 








LOCOMOTIVE BUILDING. 





The Augusta Southern has been figuring on buying two loco- 
motives. 


The Mobile, Jackson & Kansas City is said to be in the market 
for 20 locomotives. : 


The Guantanamo Plantation, Cuba, has ordered one mogul loco- 
motive from the American Locomotive Company. 


The Tonopah & Goldfield, it is said, has ordered eight freight 
locomotives from the Baldwin Locomotive Works. 


The Newburgh & South Shore has ordered two six-wheel switch- 
ing locomotives from the Baldwin Locomotive Works. 


The Hokkaido Railroad, Japan, has ordered 26 consolidation 
locomotives from the American Locomotive Company. 


The Sabina Coal Company, Mexico, has ordered one four-wheel 
tank locomotive from the Americarf Locomotive Company. 


The Isthmian Canal Commission is receiving bids until August 
30 on 12 four-wheel saddle tank 3-ft. gage switching locomotives. 


The Hang Yang Iron & Steel Works has ordered one additional 
four-wheel tank locomotive from the American Locomotive Company. 


The Illinois, Iowa & Minnesota has ordered two consolidation 
locomotives and one switching locomotive from the Baldwin Loco- 
motive Works. 


The Belgian Government is in the market for 300 locomotives 
and 200 tenders. Address Minister of Railways, Posts and Tele- 
graphs, Brussels. 


The Atchison, Topeka & Santa Fe has ordered 25 six-wheel 
switching locomotives and 10 additional simple consolidation loco- 
motives from the Baldwin Locomotive Works. 


The Russian Government has appropriated $47,000,000 to be 
spent for cars and locomotives during the next four years. Address 
Minister of Ways and Communications, St. Petersburg. 


The Chilian Government Railroads have ordered 20 consolida- 
tion locomotives from the American Locomotive Company instead 
of 25 locomotives, as reported in the Railroad Gazette of August 9. 


The Antioquia Railroad, a Colombian government railroad oper- 
ated by a commission with headquarters at Medellin, Colombia, S. A., 
has ordered three consolidation locomotives from the American Loco- 
motive Company. 


The Las Vegas < Tonopah, as reported in the Railroad Gazette 
of August 9, has ordered one 10-wheel passenger (4-6-0) locomotive 
and three consolidation (2-8-0) locomotives similar to the San Pedro, 
Los Angeles & Salt Lake standard from the American Locomotive 
Company. 


The Temiskaming & Northern Ontario, as reported in the Rail- 
road Gazette of August 16, has ordered from the Canadian Loco- 
motive Company six simple 10-wheel locomotives for February, 1908, 
delivery. The specifications for these locomotives are the same as 
those. published in the Railroad Gazette of March 29 for the loco- 
motives ordered from the Locomotive & Machine Company of 
Montreal. 


The Wichita Falls & Northwestern, as reported in the Railroad 
Gazette of August 9, has ordered two simple mogul locomotives from 
the American Locomotive Company for December delivery. 


General Dimensions. 
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CAR BUILDING. 





The Ann Arbor has asked prices on 100 freight cars. 

The Pere Marquetie has made an appropriation for 3,000 freight 
cars. 

The Italian Government is said to be in the market for 200 
baggage cars. 

Wells-Fargo & Co. are said to be in the market for 10 refrig- 
erator express cars. 

The Northwestern Pacific has ordered 10 passenger cars from 
the St. Louis Car Co. 

The Atchison, Topeka & Santa Fe is figuring on 10 combination 
automobile and horse cars. 

The Mobile, Jackson & Kansas City is said to be figuring on 
buying some passenger equipment. 

The Washington, Idaho & Montana has ordered one combination 
passenger and baggage car from the Pullman Co. 


The City of Chicago is about to ask for an appropriation for 40 
or 50 standard gondola cars of 100,000 Ibs. capacity. 


The Chilian Government, it is said, has ordered 42 motor cars 
and 175 other cars from the St. Louis Car Company. 


The Middletown Car Works is said to be asking prices on 
specialties for 500 hopper cars of 100,000 lbs. capacity. 


The Ontario Portland Cement Co., Blue Lake, Ont., 
have ordered 12 flat cars, two of which are motor cars. 


is said to 


The United States Steel Corporation, it is said, is about to order 
50 all-steel box cars similar to the Union Pacific design. 


The Virginia & Southwestern is said to have ordered 500 freight 
ears of 80,000 lbs. capacity from the Western Steel Car & Foundry 
Company. 


The Harriman Lines, as reported in the Railroad Gazette of 
May 17, having again revised plans for 30 steel postal cars, are now 
asking prices, 


The Santa Fe, Raton & Des Moines has ordered 30 self-clearing 
flat bottom wood gondola cars of 100,000 lbs. capacity from the 
National Dump Car Co. 


The Russian Government has appropriated $47,000,000 to be 
spent for cars and locomotives during the next four years. Address 
Minister of Ways and Communications, St. Petersburg. 


The Isthmian Canal Commission, as reported in the Railroad 
Gazette of August $, has ordered 115 dump cars from the Continental 
Car & Equipment Co., and 500 dump cars from the American Car & 
Foundry Co. 


The Buffalo é Susquehanna is reported to have ordered 200 steel 
hopper cars, 200 steel underframe box cars, 500 gondolas of 100,000 
Ibs. capacity, and 100 cars for general service, all from the Pressed 
Steel Car Co. 


The Pennsylvania is building at Altoona 35 all-steel passenger 
cars as follows: Seventeen 70-ft. postal cars, ten 70-ft. dining cars, 
two 60-ft. baggage cars and six passenger coaches, five of which 
are 70 ft. long. 


The Canadian Pacific, as reported in the Railroad Gazette of 
July 26 and August 2, has ordered 1,000 box cars of 60,000 lbs. 
capacity; 500 from the American Car & Foundry Co., and 500 from 
Barney & Smith. These cars will measure 36 ft. long, 8 ft. 6 in. 
wide and 8 ft. high, inside measurements, and 36 ft. 8 in. long, and 
9 ft. 544 in. wide, over all. Bodies and underframes will be wood. 
The special equipment includes: 
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RAILROAD STRUCTURES. 





LETHBRIDGE, ALB.—John Gunn & Sons, Winnipeg, have been 
given the contract at $200,000 for the abutments and concrete super- 
structure for the Canadian Pacific bridge here. The steel work will 
cost approximately $900,000. 


Lonpon, Ont.—The barns and five cars of the Southwestern 
Traction Co. have been destroyed by fire; loss $150,000. 


Macon, Ga.—The Central of Georgia has let the contract for 
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car shops and power house only to the McKenzie De Leon Construc- 
tion Co., Savannah, and not for the entire shops, as reported in our 
issue of Aug. 9. These buildings are part of the company’s new 
shop scheme which will ultimately cost $1,400,000. Work has begun 
on the car shop, which will be a brick building 195 ft. wide and 
300 ft. long. The power house will be of brick with steel framing 
104 ft. by 92 ft. 


Mr. Union, Pa.—A contract for work on the bridge over the 
Juniata river, which is to be 618 ft. long and 16 ft. wide, has been 
let to Andrew Buchanan, of Chambersburg, at $17,000. Work has 
been under way for some time by L. A. Green, of Huntingdon, who 
has the contract for the piers and abutments. The Pennsylvania 
Railroad will pay $25,000 as its share of the work. 


Orrawa, Ont.—The plans for the new central station at Ottawa, 
to be built by the Grand Trunk, described in the Railroad Gazette 
of May 31, 1907, have been approved by the Federal cabinet. They in- 
clude an office building 10 stories high, to be equipped with all labor 
saving conveniences. Work will be begun at once. The cost of the 
structure is estimated at $1,500,000 or possibly $2,000,000. The 
Grand Trunk is also prepared to build a hotel near the station, to 
cost $1,000,000. Plans have been submitted to the government for 
a hotel building in Major Hill Park. 


PHOENIXVILLE, PAa.—The Montgomery & Chester Electric Railway 
Company is to build a $14,000 bridge at Ironsides. 


Prince ALBERT, SASK.—Arrangements have been made between 
the Canadian Northern and the Provincial Government of Sas- 
katchewan whereby the former will build a bridge over the Sas- 
katchewan river here. 


SPRINGFIELD, Mo.—The St. Louis & San Francisco, it is said, has 
begun work on shops here which are to be finished by March, 1908. 
There are to be six buildings, to include a machinery and erecting 
shop, 173 ft. x 566 ft.; forge shop, 102 ft. x 245 ft.; boiler and tank 
shop, 117 ft. x 344 ft.; coach shop, 207 ft. x 303 ft.; paint shop, 
182 ft. x 183 ft., and a powerhouse, 117 ft. x 160 ft. 


Two Harsors, Minn.—The Duluth & Iron Range, it is said, has 
begun work on a new steel ore dock here. The pile foundation is 
to be filled with rock, on which is to be laid concrete to a height 
of 5 ft. above water line. 


Vancouver, B. C.—The authorities have presented a petition to 
the Premier for the erection of a combined highway and railroad 
bridge to connect the North Vancouver district with the city and 
districts south. Estimated cost $700,000 to $1,000,000. 


WEstT ALBANy, N. Y.—Contracts for the new shops for the New 
York Central are reported let to R. Richard & Son, of Utica, for the 
general work, and to F. Schoemaker & Co., of New York, for the 
steel frame work. It is proposed to have the work finished within 
four months. 


WIinnipec, Man.—The plans for the new station at this place, 
to be used jointly by the Canadian Northern and the Grand Trunk 
Pacific, are being changed. The Canadian Northern will begin the 
work as soon as plans are accepted. Besides a union station, the 
plans include bridges over both the Red and Assiniboine rivers, each 
to carry two tracks. 

Kelly Bros. & Mitchell have been given a contract by the Cana- 
dian Northern for building an erecting shop 600 ft. x 160 ft. with 
annexes, to cost $200,000. 








RAILROAD CONSTRUCTION. 





New Incorporations, Surveys, Etc. 


ATLANTA & St. ANDREWS Bay.—This company now has 36 miles 
of road in operation from Dothan, Ala., south to Domer, Fla. The 
projected route is from Atlanta, Ga., via Opelika and Dothan, Ala., 
to Panama City, Fla., 290 miles. Work on the southern end, from 
Dothan to the gulf, 85 miles, it is said, is being pushed vigorously. 
The road has been built to Compass Bond, within 20 miles of Panama 
City, the southern terminus. This road is being built by the Enter- 
prise Lumber Company, of Columbus, Ga. (March 15, p. 379.) 


ATLANTIC, QuEBEC & WESTERN.—The first two sections of this 
road will shortly be opened for traffic. The road is now completed 
from New Carlisle, Que., north to Port Daniel, 23 miles. Active 
operations are under way from Port Daniel north to Gaspe Basin, 
80 miles. At L’Anse au Gascon 100 men and teams are at work. 
Operations are shortly to be started at Grand River, Cape Cove and 
Gaspe Basin. Bids will soon be asked for ties, rails and the con- 
struction of bridges. Contracts will be let this fall and the whole 
line is to be under construction by spring. At Port Daniel the com- 
pany will begin at once tunneling through Hell’s Cape, 400 ft. 
(June 28, p. 948.) , 

CANADIAN Paciric.—Contract is reported let to J. G. McArthur 
for grading 73 miles from Moose Jaw, Sask., northwest. The con- 
tract is said to amount to about $300,000. 
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CANANEA, YAQUI River & Paciric.—See Southern Pacific. 


Cuicaco & NorTH-WESTERN.—Surveyors who have been at work 
since early spring are said to have found a grade which does not 
exceed 114 per cent. through the mountains at the headwaters of 
the Salmon river, Idaho. The route, as surveyed, aims toward 
the Pacific coast. It runs northwest down the Lemhi and Salmon 
rivers to Lewiston, thence to Puget Sound or Portland. 


Cuicaco & OAK ParRK ELEVATED (ELECTRIC).—This company pro- 
poses to build a line to Elgin, Ill. At present it has a double track 
elevated line from Fifth avenue and Lake street, Chicago, to 52d 
and Lake streets, with a branch down Market street to Madison 
street, with a connection to the Chicago & Harlem, a total of 22 
miles of track. 


CHIcAGO, Rock IsLAnp & Paciric.—Preliminary work is reported 
under way for double-tracking this road from Topeka, Kan., west to 
McFarland, 32 miles. 


East St. Louis & Eastern.—Incorporated in Illinois, with of- 
fice at East St. Louis. The company is to build a line from a 
point near Belleville, St. Clair county, to the county line. The in- 
corporators and first board of directors include L. C. Haynes, T. W. 
Gregory, G. C. Pierce, F. H. Thomas and F. H. Kruger. 


EVANSVILLE & PRINCETON TRACTION.—An extension will be built 
from Princeton, Ind., north to Patoka, about five miles, and after 
this extension is completed a survey will be made for an extension 
from Patoka to Vincennes, 30 miles. It is the intention of the com- 
pany to eventually have a through line from Evansville to Indian- 
apolis. 


GRAND TRUNK Paciric.—-This company seems to be preparing 
to rush the construction of the western end of the line. In addi- 
tion to building the branch from Kitamat Arm, B. C., north to 
Hazelton, 180 miles, the contract for which has been let to Foley 
Bros. & Larson, the main line work on the section from Prince 
Rupert, B. C., east up the Skeena river as far as Kitselas canyon, 
100 miles, will be undertaken this fall. This includes a large 
amount of rock work and it is expected will take two years to 
build. Arrangements also have been made to start work this fall 
on 200 miles of the section west from Edmonton, Alb., to a point 
60 miles east of the summit of the Rockies. 


MINNEAPOLIS & St. Louis.—The Minnesota, Dakota & Pacific, 
under construction from Conde, S. Dak., west to Le Beau, on the 
Missouri river, 115 miles, which was put in operation as far as 
Cresbard, 42 miles, last July, has recently been opened for freight 
service an additional 42 miles to Hoven. This leaves about 31 miles 
to finish the line to Le Beau. (July 5, p. 27.) 


MINNEAPOLIS, KANSAS City & GuLF (Etectrric).—Under this 
name a company is reported incorporated in Oklahoma with a 
capital of $50,000,000 to build an electric line from Minneapolis, 
Minn., south to Galveston, Tex. The names of the incorporators 
are not given. 


MINNESOTA, Daxora & Paciric.—See Minneapolis & St. Louis. 


NEw YorK Suspways.—The Public Service Commission of the 
First district has taken action toward beginning work shortly on 
the proposed improvements in the subway of the Interborough Rapid 
Transit Company, which includes the laying of three additional 
tracks under Broadway between 96th and 102d streets. This work 
was approved by the Rapid Transit Commissioners before they went 
out of office, and now requires the approval of the Board of Estimate 
and Apportionment of New York city before it can be carried out. 


RUSSELLVILLE & OZARK MOUNTAIN TRACTION, Licht & POWER 
ComMPpaNny.—Incorporated in Arkansas with $200,000 capital by resi- 
dents of Pine Bluff, Russellville, Ozark and Atkins. It is proposed to 
build an electric line between Russellville and nearby towns. The 
incorporators include Adam J. Robinson, President; J. C. Wilson, 
Assistant President; J. Gould, Secretary; W. N. Langford, Treasurer; 
T. D. Brooks, A. S. Hayes, A. B. Plaston, E. Stoneker, M. M. Bruce 
and J C. Wilson. 


SomERSET & NASHVILLE.—Incorporated in Kentucky with $10,000 
to build a line from Somerset to a point on the Cumberland river 
near Burnside, seven miles. The Commercial Club of Somerset, and 
local capitalists are interested. 


SoutH CAROLINA Roaps (ELectrric).—Application will shortly be 
made by a company in Georgia to build an electric line from Green- 
ville, east to Spartanburg, about 31 miles. A. A. Gates, C. C. Good, 
H. H. Prince and O. K. Maulden are incorporators. 


SoUuTHERN Paciric.—Grading work on the Cananea, Yaqui River 
& Pacific has progressed as far as the right of way of the Kansas 
City, Mexico & Orient in the state of Sinaloa, which is to be crossed 
at a point east of the port of Topolobampo. Construction forces 
are working south towards this point. A large force of men are 
now at work on the Yaqui Valley, in Sonora, and on the Alamos 
branch. Grading work out of Orendain on the Guadalajara branch 
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is progressing rapidly, and a large force of men are at work. The 
Mexican Contracting Company, of Mexico City, is building this 
branch. 

Soutu Suore TrRaction.—This company recently obtained a fran- 
chise from the town board and highway commissioners of Hemp- 
stead, L. I., and now has an uninterrupted chain of franchises from 
Patchogue, L. I., to the New York city line. Among those inter- 
ested in the company are: Arthur P. Heinze, J. T. Wood, W. P 
Youngs, F. D. Kilburne and P. T. Brady. 


TEMISKAMING & NorrHERN OntTARIO.—The preliminary surveys 
for the proposed branch from Cobalt, Ont., to Sudbury have been 
made by the government engineers. The route is from the main 
line between Gillies and Cassidy west to Sudbury, 90 miles. From 
the junction point the road is to run west along the north shore 
of Portage bay, crossing the Montreal river at Park Rapids, thence 
southwest into the Temagami reserve district via Eagle lake, the 
west shore of Whitefish lake, and thence the north end of Oharika 
lake and along its west shore for 10 miles into the Sturgeon valley 
and down the valley to Sudbury. The proposed line will not only 
save 60 to 70 miles for ore shipments to the Copper Cliff smelters, 
but also will furnish another direct means of transportation between 
Toronto and Cobalt. (May 17, p. 695.) 


VALLEY RAILROAD OF West VirRGINIA.—Under this name a com- 
pany has been organized to build a line from Piedmont, W. Va., 
southwest into Pocahontas county, about 100 miles. The Tyrone 
Paper Company and a number of Tyrone and Huntingdon (Pa.) 
capitalists are interested. 

VALLEY TRANSIT Ligut & Power Co.—Incorporated in Ohio with 
$100,000 capital to build an electric line from Canton southwest via 
Dover, New Philadelphia, New Comerstown, Coshocton and Newark 
to Columbus, about 150 miles. The office of the company is at New 
Philadelphia, and the incorporators include C. J. Kneisely, M. Sie- 
bold, W. W. Snyder, T. F. Hynes, W. J. Wise, E. S. Rhoades, F. G. 
Knonzli and F. O. Richards. 

WuiteE Deer & LoGANToN.—Passenger service was recently 
started on‘this narrow-gage road from White Deer, in Union county, 
Pa., west to Loganton, 24 miles. 
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BALTIMORE & OnHI0.—See Chicago Terminal Transfer. 


BIRMINGHAM RatiLway, Ligh: & Powrer.—This company has made 
a mortgage to the Old Colony Trust Company, of Boston, for 
$25,000,000. The company operates 127 miles of electric road 
in and near Birmingham, Ala. Over a year ago it was reported 
that it would be consolidated with the street railways of Little 
Rock, Ark.; Memphis, Tenn.; Nashville, Tenn.; Houston, Tex., 
and Knoxville, Tenn. Extensions, including a new power house 
in Birmingham, are proposed. 


Cuicaco & ILLInoIs WESTERN.—This company has increased its cap- 
ital stock from $500,000 to $1,000,000. The road runs from Chi- 
cago 17 miles toward Joliet, Ill.. and the remaining 34 miles 
into Joliet are under construction. 


CuicaGgo, BurLINGTON & QuiNcy.—See Chicago Terminal Transfer. 


CHICAGO TERMINAL TRANSFER.—An offer of $25 a share has been 
made for the preferred stock held by minority stockholders. 
It is understood that 70 per cent. of the $17,000,000 preferred 
stock is held by the Chicago, Burlington & Quincy, and that 
the present offer is made by Baltimore & Ohio interests. It is 
believed that the Chicago, Burlington & Quincy and the Balti- 
more & Ohio have reached an agreement for the joint control 
of the Chicago Terminal; the Baltimore & Ohio some time ago 
assumed the $15,000,000 first mortgage bonds of the terminal 
company. 


Erik.—This company has applied to the New York Public Service 
Commission for the Second district for permission to issue 
$6,216,345 5 per cent. car trust notes. Of these notes, $456,345 
run for five years and are secured on 60 passenger coaches; 
the remainder run for 19 years and are secured on 3,000 box 
cars, 3,000 steel hopper coal cars and 38 freight locomotives. 











CLEVELAND, CINCINNATI, CuHiIcaco & Sr. Louis.—Gross earnings for 
the quarter and six months ended June 30, 1907, were as follows: 
For Quarter. 
ES. ns eines dad aig Sn bse a Oe eo Os Ine. $929,218 
ERNNOIOS Wh ss 6 soe re wie ssi: are Ghote ee 513s bin - 492,062 
we. , ee SA ere ea Ine $487,156 s 
RMU RINNE, io.4 poe dia a Nis 46.8000 bs ee 
eb tenes... sss <+.ss0-sucss $1,797,161 Inc ree 
First charges and taxes ............. 1,137,359 “ 49,426 
Available for dividend............ $659,802 Inc. $391,522 
RONMENT! ic Sots ce cranacsra' oe loiie, <6 oa op foes 595,561 se 114,703 
$64,241 Inc. $276,819 
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For Six Months. 














Ka ara erey ety aaron wie ee RTS $12,439,772 Inc. $1,077,252 
MOMEMNMON ora aevs ax sce clas ean este@ nee 9,716,709 7 866,672 
RE ORNS Sica Pos inne 2,723,063 Inc. $210,580 
MOURNE A oh 5 los, os elon etaceinie in Rietelona 53,788 Dec. 21,375 
Gross income .............eee0-0- "$2,776,851 Inc. $189,205 
First charges and taxes ............. 2,235,520 97,607 
Available for dividend ........... $541,331 Inc. $91,598 
RUGS as ae oa ele ates coin eo 1,191,122 ad 229,406 
NE a ho oi Se ee eo eee $649,791 Ine. ~ $137,803 


*At the annual rates of 5 per cent. on preferred and 4 per cent. on 
common. 

FroripA East Coast.—Work on the extension along the Florida Keys 
to Key West has been temporarily stopped because of the scarcity 
of labor. 


INTERBOROUGH-METROPOLITAN.—-It is reported that the quarterly divi- 
dend of 1% per cent., payable in October, on the preferred stock 
of this company, which controls all of the traction lines in New 
York city, will be passed. The highest ‘price of the stock 
for 1907 was 75, reached early in January; this week, influ- 
enced by the investigation of the company by the Public Service 
Commission of the First district, it sold down to 20. Metro- 
politan Street Railway stock, on which the New York City Rail- 
way in 1902 guaranteed 7 per cent. dividends for 999 years, is 
also to have its dividend passed, according to the same report. 
On Wednesday it sold at 39 from a high record of 107 on Jan- 
uary 23. 


LAKE SHorE & MICHIGAN SOUTHERN.—Gross earnings for the six 
months ended June 30, 1907, were as follows: 




















BAN TND oioiss'ce) 5 sn pe eralaie 5:5) sla Sia orgae ene ett 538 Ine. $982,442 
PRPOUEED) 5: 5-6-aisoa-a.e 6 0.w-o ance Os KOR wee 313.272 Dec. 842 
TUG PRUNE 6.55 0 .4:4.5:610 010 orale se $5,276,266 Ine. $1,080,284 
MOCRBR TRO ails s 5 s5ico'ee so Bio ino. 66 wm :950,000 - 300,000 
MOG ASTD ONIN 5 5 sai: 0: 6 ss oie asa 500509: 93500 $7,226, 266 Ine. $1,380,284 
First. charges And: takes’... <..i 0505: 206,667 “ 776,668 
Available for dividend .......... $3,019,599 Ine. ones. 616 
Dividend (6 per COMt.) <6.66 655. veces 2,967,990 989,330 
$51,609 Dec. $385,714 


Surplus. 
METROPOLITAN STREET RAILWAy.—See Interborough-Metropolitan. 


MICHIGAN CENTRAL.—Gross earnings for the six months ended June 
30, 1907, were as follows: 




















URNURRINIEE eo cre seo a atare oo rere nie ose a hee $13,833,982 Inc. $1,214,839 
BITS gs iaaeei a srataieis cue lerarale aoa reuse seeree 11,331, "423 a 997,506 
BG ORRIN. 5-650. 0 a'4505\> se sierars s $2,502,559 Ine. $217,333 
EBRD oc os se oe ee ewe 250,637 s 50,206 
PERGGR ARIE 3 oc ehbg ais so 3 Siesta $2,753, 3,196 Inc. erik 539 
First charges and taxes............. 2 11 5,519 - 55,065 
Available for dividend ........... $637, 677 Inc. $112,474 
Dividend (S Per Cent)... 0. ccc esses 562,140 “ 187,380 
$75,537 Dec. $74,906 


Surpius. 

PERE MARrqQueTTeE.—A special meeting of the stockholders has been 
called for October 28 to act on:the reorganization plan proposed 
last June. The plan includes the termination of the present receiv- 
ership, the exchange of the present preferred stock for new pre- 
ferred stock, the subscription by present preferred stockholders 

to an issue of $5,000,000 notes (90 per cent. of which have 
been subscribed to) and the abrogation of the Cincinnati, Hamil- 

ton & Dayton’s’ lease of the Pere Marquette. (June 28, p. 949.) 


Pusiic SERVICE CoRPORATION.—A new company is to be formed under 
the name Public Service Street Railway Company, as a con- 
solidation of the North Jersey Street Railway, the Jersey City, 
Hoboken & Paterson Street Railway and the United Street Rail- 
way Co. of Central Jersey. The new company is to -have 
$38,000,000 capital stock. The capital stocks of the three com- 
panies to be merged are held almost entirely by the Public 
Service Corporation. 


SouTHeRN Paciric.—In making application to the New York Stock 
Exchange for the listing of additional preferred stock, the com- 
pany announces that the common and preferred stockholders 
subscribed to all but $64,588 of the $35,677,388 offered to them 
last June. The new issue is a capitalization of expenditures 
made by the company in retiring $38,500,000 securities as fol- 
lows: $22,747,000 Southern Pacific Company two-five-year, 414 
per cent. bonds; $6,961,000 Southern Pacific Railroad Company 
6 per cent. bonds, and $8,822,000 Central Pacific Railway Com- 
pany 3 per cent. notes to the United States Government. 


WinnipPec Exvectric.—This company is to offer at par to holders of 
the $4,500,000 capital stock, of record on August 31, $1,500,000 
additional stock at the rate of one share of new stock for every 
three shares already held. The company operates 32 miles of 
road, consisting of all the street railways in Winnipeg, Man., 
and St. Boniface. It also does all the gas and electric business 


in both places, - 





ANNUAL REPORTS. 


LEHIGH VALLEY RAILROAD COMPANY—FIFTY-THIRD ANNUAL REPORT. 


Philadelphia, August 14, 1907. 
J'o the Stockholders of the Lehiyh Valley Railroad Company: 
The Board of Directors herewith submit the fifty-third annual report of 
the business of your Company and its allied interests for the fiscal year 
ended June 30, 1907. 


MILEAGE. 

The mileage of railroads owned and operated by the Lehigh Valley Rail- 
road Company, the main line of which extends from Jersey City, N. J., to 
Buffalo, N. Y., is as follows: 

Owned or controlled by ownership of entire capital stock........ 1,205.48 
Controlled by ownership of majority of capital UR cis a aasiaie G 157.39 
COMCEOIIEE OR TOMEI love cc Sala rata ch an cece ape ess uepesens ae 27.88 

Total mileage operated (owned and controlled).............- ~ 1,390.75 
Trackage rights over railroads owned by other companies......... 49.47 

‘Total mileage... co's 5s Le Od CU a EET RAT CeCe aate ee wos ; 1,440.22 


have second track, 56.18 miles 
There are also 1,067.29 


—of which 579.14 miles, or 40.21 per cent., 
have third track and 20.47 miles have fourth track. 
miles of yard tracks and sidings on the system. 

The decrease of 4.74 miles of first track is due principally to the removal 
of various colliery branches and to the change of a portion of the old main 
line at Allentown to third and fourth tracks. 

The decrease shown in miles of yard tracks and sidings is occasioned 
by withdrawing therefrom the fourth track mileage which, in view of addi- 
tional construction, is now shown as a separate. item. The more important 
increases are referred to elsewhere in the report. 

EARNINGS AND EXPENSES. 


The following statement shows the gross earnings, expenses and net 
earnings from the operation of the entire system for the fiscal year, not in- 
cluding other income. 

For comparative purposes, similar figures are also given for the fiscal 
year of 1906. 

GROSS EARNINGS. 


1907 1906 se Decrease 
- $15,110,899.38 $13,248,565.42 $1, 


FROM 
Coal freight ... 
14,99 6,672.62 13,934,127.10 1 


Other freight 








Passenger .... ee 4'363,452.12 8,971,392.05 é 07 

Ixpress .... A 373,953.30 Fo ge 6,246.94 
We crates eo 'chare caus enetars 217,792.69 1 5.88 eee 
Miscellaneous 1,005,661.40 1,050, "319. ME aiecdckarerarss, © $44,658.42 
Total earnings.. $36,068,431.51 $32,789,856.63 $3,278,574.88 ........ 

OPERATING EXPENSES. 
‘OR 1907 1906 Increase Decrease 
Maint. Ps way and 

structures ....<... 3,196,854.34 - $3,153,245.22 pA Pee 
Maint, of equipment. 6,186,641.83 5,485,794.06 (CLS 5 
Conducting expenses. 12,100,681.44 10,891,953.73 1, 208, 727.71 wee eee 
General expenses... 630,075.28 621,217.71 1. 2), 0. err 





Total expenses.. $22,114,252.89 $20,152,210.72 $1,952,042.17 





Net earnings from op- 








erations ene cer ae's $13,954,178.62 $12,637,645.91 $1,316,532.71__...... vee 
Percentage of operat- 

ing exp. to gross 

CAFDINGS «25606 se 61.31 61.46 edad oeeres 15 


The gross earnings of the Company for the year amounted to $36,068,- 
431.51, an increase as compared with the previous fiscal year of $3,278,574.88, 
or 10 per cent. The total operating expenses amounted to $22,114,252.89, 
an increase of $1,962,042.17, or 9.47 per cent. The ratio of expenses to 
earnings was 61.31 per cent., a decrease as.compared with the previous year 
of .15 per cent. 

EARNINGS. 
COAL FREIGHT. 

The transportation of coal, including coke, yielded a revenue of $15,110,- 
899.38, an increase of $1,862,333.96, or 14.06 per cent., as compared with 
the previous year. 

The percentage of coal earnings to gross earnings was 41.89 per cent., 
an increase of 1.49 per cent. 

The coal and coke tonnage transported, not including supply coal, 
amounted to 14,374,216 tons, an increase of 1,621,163 tons, or 12.71 per 
cent., over the year previous, 

The number. of tons moved one mile amounted to 2,022,206,603, an in- 
crease of 209,028,261, or 11.53 per cent. 

The average haul decreased from 142.18 miles to 140.68 miles, a decrease 
of 1.50 miles, or 1.06 per cent. 

The coal tonnage was 51.06 per cent. of the total tonnage hauled during 
the year, as against 49.88 per cent. for the previous year, being an increase 
of 1,18 per cent.. 

MERCHANDISE FREIGHT. 

The earnings derived from the transportation of merchandise freight 
amounted to $14,996,672.62, an increase of $1,062,545.52, or 7.63 per cent., 
as compared with the previous year. 

The percentage of. earnings derived from the transportation of merchan- 
dise freight to gross earnings was 41.58 per cent., a decrease of .92 per cent. 

The tonnage moved, ‘exclusive of Company material, was 13,779,764 tons, 
an increase of 964,566 tons, or 7.53 per cent. 

The number of tons carried one mile amounted to 2,747,893,327, an in- 
crease of 218,194,304 tons, or 8.63 per cent. 

The average haul increased from 197.40 to 199.42 miles, an increase of 
2.02 miles, or 1.02 per cent. 

Company’s material amounting to 431,139 tons was transported during 
the year, being an increase. of 23,923 tons, or 5.87 per cent. 


GENERAL FREIGHT TRAFFIC. 

The total earnings from both coal and merchandise freight aggregated 
$30,107,572.00, an increase of $2,924,879.48, or 10.76 per cent., as compared 
with the previous year. 

The entire freight traffic amounted to 28,153,980 tons, being an increase 

2,585,729 tons, or 10.11 per cent. 

The number of tons carried one mile was 4,77 
427,222,565, or 9.84 per cent. 

The average distance carried was 169.43 miles, a decrease of .42 mile, or 
25 per cent. 

The average revenue per ton was 106.94 cents, as against 106.31 cents 
last year, being an increase of .63 cent, or .59 per cent. 

Company's freight, not included in the above, amounted to 2,481,863 tons, 
an increase of 270,926 tons, or 12:25 per cent. 

The total : crete train mileage was 9,062,057 miles, an increase of 440,- 
174 miles, or 5.11 per cent., while the volume of tonnage increased, as shown 
above, 10.11 per cent. 

Revenue received per freight train mile was $3.32 as compared with $3.15, 
being an increase of 17 cents, or 5.40 per cent, 

The average train load of revenue freight was 526.38 tons, an increase 
of 22.68 tons, or 4.50 per cent. Including Company’s freight, the average 
train load was 546.28 tons, as against 523.34 last year, an increase of 22.94 
tcns, or 4.38 per cent. 

The average number of tons of revenue freight in each loaded car was 
21.83 tons, an increase of 1.37 tons, or 6.70 per cent. Including Company’s 
freight, the average carload on the system was 22.66 tons, an increase of 
1.40 tons, or 6.59 per cent. 

PASSENGER TRAFFIC. 

The revenue from this class of traffic amounted to $4,363,452.12, an in- 
crease of $392,060.07, or 9.87 per cent., as compared with the previous year. 

Total number of passengers carried was 5,181,533, an increase of 191,544, 
or 3.84 per cent. 

The number of passengers carried one mile increased 23,102,299, or 
10.16 per cent. ’ 

The average revenue paid by each passenger was 84.21 cents, an in- 
crease of 4.62 cents, or 5.80 per cent. 

The average revenue per passenger per mile was 1.742 cents, a decrease 
of .005 cent, or .29 per cent. 

The average distance traveled by each passenger was 48.34 miles, an 
increase of 2.78 miles, or 6.10 per cent. 

Passenger train mileage was 4,084,695, an increase of 175,385, or 4.49 
per cent. 

The earnings from passengers per 
cents, an increase of 5.23 cents, or 5.15 per cent.; the average number of 
passengers per train was 61.32, an increase of 3.16, or 5.43 per cent., and 
the average number of passengers per car was 17.88, a decrease of .03, or .17 
per cent. . 

EXPRESS. 

The earnings from this source amounted to $373,953.30, an increase of 
$6,246.94. 5 
MAIL. 

The revenue derived from the transportation of United States mails 
amounted to $217,792.69, an increase of $46.81. 

MISCELLANEOUS. 

Miscellaneous earnings amounted to $1,005,661.40, a decrease of $44,- 

658.42. The details of these earnings appear in Table No. 8. 


EXPENSES. 


0,099,930, an increase of 


passenger train mile were 106.82 


MAINTENANCE OF WAY. 

Expenditures amounting to the sum of $3,196,854.34 were made for the 
maintenance of way and structures, being an increase of $43,609.12, or 1.38 
per cent., as compared with the previous 12 months. 

During the year 11 steel bridges, replacing lighter metal structures, and 
17 steel bridges, replacing wooden bridges and trestles, were erected. Light 
metal bridges and four wooden bridges and trestles were filled in. 

97.55 miles of single track were fully ballasted and 29.70 miles partially 
ballasted with stone, for which purpose 307,637 cu. yds. of crushed stone 
and 46,379 cu. yds. of screenings were used. In addition, 36 miles were 
fully ballasted with gravel, and 41 miles raised and ballasted with cinders. 

235,752 ft., or 44.65 miles, of Company’s sidings, and 30,835 ft., or 5.54 
miles, of private sidings were constructed. 

19,743 tons of new 90-lb. rail, together with necessary frogs, switches, 
ete., were placed in the track. 

273,985 tie plates were used. 

569,272 cross ties, 1,606,212 ft. 
bridge ties and lumber amounting to 3,906,278 ft. B. 
the year. 

Drain tile to the extent of 10,800 ft., or 2.05 miles, was used. 

1.26 miles of portable snow fences were erected at various points. 

A new 62-lever electrically operated interlocking plant was put in op- 
eration at Wyandotte street, South Bethlehem, replacing manual plants at 
North Penn Junction and Brodhead avenue. At Van Etten, a 25-lever elec- 
trically operated plant was installed, replacing a manual plant of 11 levers, 
Interlocking plants were installed at Cortland with 31 levers, Silver Brook 
16 levers, Laurel Junction, 18 levers, Malone's Siding 2 levers, and addi- 
tions made at Sayre of 4 levers, Pittston Junction 5 levers, Pine Junction 
5 levers, and Coxton 6 levers. 

Increased commissary and laundry accommodations for the dining car 
department were provided at South Easton. 

At Scott street, Buffalo, additional team tracks and driveways were put 
jn and the canal bridge removed. Two local delivery sidings were constructed 


B. M. switch ties, 377,127 ft. B. M. 
M., were used during 
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at Constable Hook. The local freight facilities at Allentown were increased 
by the construction of two sidings and a driveway. 

Track scales of 100 tons capacity each were installed at South Plainfield, 
Delano and North Fair Haven. 

2.25 miles of new telegraph and telephone pole line were constructed, 
17.44 miles rebuilt and 81 miles reset. Telegraph wires were extended from 
Silver Brook Junction to New Boston Junction, a distance of 6.2 miles, 

Copper metallic telephone circuits were extended from Roan to Lumber 
Yard, a distance of 6.75 miles; from Coxton to Ransom, 3.5 miles; and at 
the Tifft Farm Terminal, 2.3 miles. Iron metallic telephone circuits were 
erected between Rockport and Venn Haven Junction, a distance of 6.1 miles. 

Grounded telephone circuits were installed between Treichler and lRock- 
dale, a distance of 6.2 miles, and between Swartwood and Park Station, a 
distance of 3.8 miles. 

115.6 miles of new copper, 1 mile of new iron and 37.45 miles of second- 
hand iron wire were used in extending telephone, telegrapn and signal wires. 
105.5 miles of copper wire were used in replacing worn out wires in the 
same service, 

MAINTENANCE OF EQUIPMENT. 

The sum of $6,186,641.83 was expended during the year for the main- 
tenance of equipment, being an increase of $700,847.77, or 12.78 per cent., 
as compared with the preceding year. This increase is due to the necessarily 
greater expense of maintaining the larger number of locumotives and cars 
now comprising the Company's equipment, to the additional cost of labor and 
material and to the increased charges to this account for equipment con- 
demned and taken out of the service. 

Forty freight, 10 switching and 5 passenger locomotives were purchased, 
40 of which were charged to Capital Account. Two 8-wheel locomotive 
cranes and 15 8,000 gallon capacity tenders were also purchased. 

Ten locomotives, unfit for further service and too light to warrant re- 
building, were sold and Operating Expenses charged with their value, 

The total number of locomotives at the end of the year was 857, having 
a tractive power of 22,777,258 Ibs., an increase of 45 locomotives and 1,823,- 
909 tractive power pounds. 

The average tractive power per locomotive at the close of the year 
was 26,578 lbs., an increase of 780 Ibs., or 3.02 per cent. 

Nine locomotives were rebuilt. 63 new fireboxes, two new tender frames 
and two new cisterns were applied. Three 4,500-gal. capacity tenders were 
constructed. 

There were purchased and placed in service during the year under 
Equipment Trust, Series I, two thousand 80,000-lbs. capacity steel under- 
frame box and two thousand 100U,000-lbs. capacity steel coal cars. Vive hun- 
dred 80,000-lbs. capacity steel underframe box cars were purchased and 
charged to Capital Account. Five hundred 80,000-lbs. capacity steel under- 
frame box, one dining and 20 express cars were purchased and charged to 
Additions and Improvements. Five hundred 80,000-lbs. capacity steel gon- 
dola, one hundred and two 60,000-lbs. capacity steel underframe produce, 
twenty-five 60,000-lbs. capacity steel underframe automobile and ten 8sU,- 
QUUIbs, capacity steel underframe box cars were purchased and churged to 
Expense and Equipment Renewal Keserve, 

Thirteen 4-wheel steel underframe caboose cars and one set of 285,000- 
lbs. capacity gun and armor trucks were built. 

One combination passenger and baggage car, one express car, 998 freight 
equipment cars and 26 road service cars were condemned and destroyed 
during the year and the value thereof charged to Operating Expenses. 

The total number of freight équipment cars in service at the end of 
the year was 41,810, having a capacity of 1,357,740 tons, an increase of 
4,649 cars and 221,784 tous. 

One café car was converted into a dining car, one chair car into a 
passenger coach and three coaches assigned to road service. 

394 passenger equipment cars were painted and varnished and 15 
equipped with wide vestibules and standard steel platforms. 

Air brakes were applied to 397 freight eyuipment cars at a cost of 
$21,940. 

CONDUCTING TRANSPORTATION. 

The total expense of conducting transportation was $12,100,681.44, be- 
ing an increase of $1,208,727.71, or 11.10 per cent., as compared with the 
previous fiscal year. Freight train mileage increased 5.11 per cent., and ton 
miles increased 9.84 per cent. Passenger train mileage increased 4.11 per 
cent., and passenger miles increased 10.16 per cent. 

The ratio of conducting transportation to gross earnings was 33.50 
per cent., as against 33.22 per cent. last year, an increase of .33 per cent. 

The increase in this class of expenses is due to an increased volume 
of traffic, increased rates of wages paid employees and the greater cost of 
all materials and supplies, 

GENERAL EXPENSES. 

The total expenditures under this head amounted to $630,075.28, on in- 
crease of $8,857.57. 
TAXES. 

The taxes paid amounted to $885,908.95, or 2.46 per cent. of the Com- 
pany’s gross earnings, an increase of $178,869.05, or 25.30 per cent. 


THE LEHIGH VALLEY COAL COMPANY. 
The financial condition of The Lehigh Valley Coal Company. is _ indi- 


cated by its General Balance Sheet published herewith. [See tables on page 
220.] The following statement shows the funded debt of the Company and 


the yearly interest charges thereon : 





7———Yearly interest 
Rate, 
perct. When due. Amount. 


—~ 


Date 

Name, Principal. of maturity. 
The Lehigh Valley Coal Co: 
First mortgage bonds, is- 


sue of 1802 ........ $10,114,000 Jan. 1, 1933. 5, gold. Jan.-Jul. $505,700 
First mortgage bonds, is- 
Wie OF BOGUS occ cess 1,400,000 Jan. 1, 1933. 4, gold. - 56,000 
Snow Shoe mortgage... $59,500 Jan. 1, 1910. 5, 17,975 
Delano Land Co. : 
First mortgage bonds... 1,084,000 Jan. 1, 1982. 5, gold. i 54,200 
Total, Jun. 30, 1907.$12,957,500 ....ceseeserevveeeveceee e+e + $633,879 
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The total production of anthracite coal from the lands owned and con- 
trolled by The Lehigh Valley Coal Company and other companies in which 
it and the Lehigh Valley Railroad Company are interested, through owner- 
ship of stock, was 8,867,254.18 tons for the fiscal year ended June 30, 1907, as 
against 7,667,665.14 tons for the preceding year, an increase of 1,199,589.04 
tons, or 15.64 per cent. 

During the year The Lehigh Valley Coal Company and affiliated com- 
panies produced and purchased 87.11 per cent. of the anthracite coal trans- 
ported by the Lehigh Valley Railroad Company. 

From the operations of the Snow Shoe property there were mined 
187,390.03 tons of bituminous coal, as compared with 210,728.17 tons for 
the previous twelve months. 

The net results for the fiscal year have been seriously affected by 
many adverse circumstances. At the beginning of the year a cave-in 
occurred at Warrior Run, resulting in an explosion of gas that fired the 
mine, making it necessary to flood the entire operation. In October Exeter 
Breaker was demolished by a tornado. Centralia Breaker was idle for 
a period of seven months due to the breakage of machinery and the need 
of extensive repairs that could no longer be deferred without endangering 
the entire plant. Not only was the tonnage from these operations lost to 
the Company at a time when most needed and productive of the greatest 
profit, but the expense of reopening the Warrior Run mine and repairing 
the damaged breakers was so heavy, combined with other conditions, as 
to reduce the earnings to a minimum for several months. ‘The anthracite 
coal handling plant and storage yard at South Chicago, with a stock of 
coal exceeding forty thousand tons, was entirely destroyed by fire in No- 
vember and, although partially covered by insurance, the loss of these 
facilities was an additional burden upon the Company. Further, the 
shortage of cars was so severe during the winter and early spring as to 
require many of your collieries, spread over the extended region in which 
the Company's operations are conducted, to close down frequently during 
that period with less than a day’s output, and this, with the inability of 
connecting roads to promptly move to destination such tonnage as had 
been sold, resulted not only in an excessive cost of operation, but prevented 
the sale of coal during a time when it could have been marketed at the 
greatest profit. 

The Warrior Run Colliery and also Exeter and Centralia Breakers, 
which were rebuilt and enlarged to permit of handling a greater tonnage, 
are now in full operation. The new Sayre Colliery at Mt. Carmel, referred 
to in the last annual report, is also in successful operation. The work 
of rebuilding the coal handling plant and yard at South Chicago, with an 
increased capacity, on a basis permitting of more economical operation 
than the old plant, was begun immediately after the fire and the same 
will be in operation before the winter. 

The construction of an additional coal storage building and dock, with 
a capacity of 75,000 tons, together with necessary machinery for handling 
anthracite coal, at Milwaukee, has been authorized and the work is under 
way. New retail coal yards and trestles have been established at 59th 
street, Chicago, and Syracuse, and a new trestle is in process of construc- 
tion at Geneva. The coal handling plant and storage yard at West Superior, 
and the yards at 31st street, Chicago, and Walden avenue, Buffalo, are 
being enlarged. The total cost of this work to June 30th was $167,855.20. 

In addition to the foregoing, improvements and betterments amounting 
to $708,169.09 were made to the various collieries during the year, of 
which amount $250,000 has been charged to the special appropriation made 
by the Board from the income of the previous fiscal year. 

With the rebuilding of the operations mentioned, together with the 
improvements under way, and the property in a better physical condition 
than formerly, the future is encouraging. 

The Advance Royalty Account has been decreased by $25,918.69. 

The sinking funds of the several mortgages have been fully maintained. 


FINANCIAL. 


There were issued during the year, under authority of your Board, $5,- 
539,000 General Consolidated Mortgage Bonds, bearing interest at the rate 
of four per cent. per annum, of which $539,000 were sold for various 
sinking fund purposes and to provide for the acquirement of additional 
capital stock of certain subsidiary companies the majority of whose capital 
stock is owned by your Company. The remaining $5,000,000 bonds, together 
with $2,000,000 previously issued, are in the treasury, making $7,000,000 
of these bonds available for future needs. 

The Montrose Railroad Company, successor to the property and fran- 
chises of the Montrose Railway Company, as referred to in the last annual 
report, created during the year a first mortgage securing an issue of 
$100,000 four per cent. fifty-year bonds. The same have been issued to 
your Company and are now in its treasury in exchange for a like amount 
of bonds, issued by the old company, which were cancelled. 

An equipment trust known as Series I, amounting to $4,000,000, was 


‘created under date of August 1, 1906, covering two thousand coal cars of 


100,000 pounds capacity each and two thousand box cars of 80,000 pounds 
capacity each. The certificates issued under the trust agreement bear 
interest at the rate of four per cent. per annum and are payable in ten 
annual instalments of $400,000 each, the last instalment being due Sep- 
tember 1, 1916. All of the certificates are in your treasury. 

The $300,000 Canastota Northern Railroad Company First Mortgage 
six per cent. Bonds were paid off at maturity, July 1, 1906, and the mort- 
gage satisfied of record. 

The mortgage of The Lehigh & Lake Erie Railroad Company, which 
provided for the issue of $3,000,000 four per cent. First Mortgage Bonds 
to cover the cost of constructing that road, together with the bonds issued 
thereunder, was cancelled and a new mortgage, dated March 1, 1907, secur- 
ing a similar amount of bonds, maturing in fifty years and bearing interest 
at the rate of four and one-half per cent. per annum, was executed. 


2,000,000 of: these bonds were received and sold by your Company, the 
proceeds being applied in partial settlement of the advances made to date 
for construction, leaving a balance of $353,574.96 not reimbursed at the 


close of the year. 


This amount apd the further advances necessary to 
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complete the road will be reimbursed by the remaining $1,000,000 bonds. 

Under date of June 27, 1907, The Lehigh & Lake Erie Railroad Company 
was consolidated with The Lehigh Valley Rail Way Company, your New 
York State railroad. The authorized capital stock of the latter company 
was increased by $2,343,000, of which $343,000 was issued to your Com- 
pany, $25.000 to absorb the stock of the former and $318,000 in reim- 
bursement of the amount advanced, with interest thereon, to The Lehigh 
Valley Rail Way Company to retire the Canastota Northern Railroad Com- 
pany First Mortgage six per cent. Bonds, an obligation of the Rail Way 
‘Company, that matured July 1, 1906, as previously mentioned. The stock 
so received was pledged with the Trustee of the General Consolidated 
Mortgage, as provided therein. The remaining $2,000,000 stock will be 
issued to the Lehigh Valley Railroad Company as future advances are 
made for improvements and betterments to the property of The Lehigh 
Valley Rail Way Company. 

To reimburse your Company for advances ma‘de for the construction 
and enlargement of their plants the Hazleton Water Company and the 
Locust Mountain Water Company, the entire capital stock of which com- 
panies is owned by the Lehigh Valley Railroad Company, have issued, in 
the case of the former, $50,000 additional capital stock and $300,000 First 
Mortgage fifty-year five per cent. Bonds and, in the case of the latter, 
$75,000 additional capital stock and $125,000 First Mortgage fifty-year 
five per cent. Bonds. All of these securities have been received by your 
Company and are in the treasury, with the exception of $50,000 Hazleton 
‘Water Company Bonds held in reserve by that company for future use. 

The construction account of the Bay Shore Connecting Railroad Com- 
pany has been closed and capital stock of the company received by the 
Ceutral Railroad Company of New Jersey and your Company in settlement 
of advances made, as referred to in the previous annual report. 

There were suld for sinking fund purposes $44,000 bonds of the 
Mutual Terminal Company of Buffalo. 

Payments amounting to $1,002,000 were made on account of matured 
‘principal of Equipment Trusts Series B, C, D, E, F, G and H and the 
Maritime Mortgage of the Lehigh Valley Transportation Company. Car 
Trust Series B and the Maritime Mortgage, both of which matured during 
the year, were paid off and satisfied of record. The title to the equipment 
pledged under the former, consisting of one thousand 60,000-pounds capacity 
coal, fifty stock and six combination cars, was vested in the Lehigh Valley 
Railroad Company, and the title to the floating equipment pledged under 
the latter mortgage, being the two lake steamers, “Wilkes-Barre” and 
“Mauch Chunk,” and thirty-two barges, was vested in the Lehigh Valley 
‘Transportation Company, the entire capital stock of which is owned by 
your Company. At the close of the year the total outstanding equipment 
trust obligations of the Company in the hands of the public were $2,024,000. 
Equipment Trust Certificates Series H and I, amounting to a total of $4,- 
540,000, are in your treasury and may be sold as occasion arises. 

A suit was brought in the year 1904 by the holders of the preferred 
capital stock of the Company to secure the payment of dividen'ds from 
the year 1893 to 1904 inclusive, which such holders claimed were cumu- 
lative. The Supreme Court of Pennsylvania sustained their contention 
and the dividends with interest, amounting to the sum of $116,673.96, were 
paid. 

Your Board, on December 19, 1906, declared a semi-annual dividend of 
five per cent. on the preferred capital stock and a semi-annual dividend of 
two per cent., with an extra dividend of one per cent., on the common 
capital stock of the Company payable January 12, 1907. Similar dividends 
were declared on June 19, 1907, payable July 13, 1907. 

The increase of $5,955,552.55 in Capital Amount represents the pur- 
chase of new equipment during the year, as previously mentioned. 

Current Assets are $8,413,967.54 in excess of Current Liabilities. 

The value of material and supplies on hand at the close of the fiscal 
year amounted to $2,099,145.22, an increase of $283,218.32, which is due to 
the greater cost as well as the additional quantity required for the increased 
equipment and business of the Company. 

The increase in Securities Owned is explained by the additional securi- 
ties issued to your Company for advances made to various subsidiary com- 
panies, and by the purchase of outstanding stock of companies the majority 
of whose capital stock is owned by the Lehigh Valley Railroad Company. 

Bills Receivable Account has been increased by $182,500 notes of the 
Buffalo, Thousand Islands & Portland Railroad Company, a road projected 
by the New York Central & Hudson River Railroad Company and this Com- 
pany to give additional connection with the Niagara Frontier, for sums 
advanced from time to time for surveys and right-of-way of that line, a 
portion of which has heretofore been carried in the account Advances to 
Other Companies. 

The amount of capital stock issued remains unchanged. 

The Company’s cash on hand shows a decrease as compared with the 
previous year, which is due principally to the large purchases of equipment 
that were paid for out of current cash. 

The accounts of the Company for the fiscal year, in accordance with 
the usual practice, have been examined by certified public accountants and 
the result of such examination is set forth in the - accounts’ certificate 
published herewith. 

The General Balance Sheet and various statements appended show the 
financial condition of the Company at the end of the fiscal year. 

GENERAL REMARKS. 

The general improvement of your property has continued throughout 
the year and it has been fully maintained. 

Included in the Company’s equipment are many small wooden coal and 
box cars, ranging from twenty to thirty tons capacity. that are exnen- 
sive to maintain by reason of their age as well as productive of but little 
revenue owing to their limited capacity. While these cars have been fully 
maintained and would, under previous conditions, be serviceable for addi- 
tional use, yet placed as they necessarily are at various times between the 
modern heavy steel cars of this Company or foreign roads, they are being 
constantly damaged and are a frequent cause of wreck and disaster. Consid- 
ering this and the fact that the Company’s equipment has been more than 
maintained upon a tonnage basis and exceeds in value the total amount of 
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the Equipment Account, your Board, looking to the safe as well as economic 
operation of the property, authorized a special appropriation of $1,250,000 
out of the net results of the fiscal year and the condemnation of such of this 
equipment as the appropriation will provide for. The same has been placed 
in a special reserve and will be credited to Capital Account as the cars are 
taken out of service. 

Contracts have been placed for the purchase and delivery during the 
early part of the next fiscal year of five thousand 80,000 and 100,000-pounds 
capacity box and coal cars, the tonnage of which will more than exceed the 
tonnage of the equipment to be condemned. 

Substantial progress has been made in the construction of the terminal 
railroad at Buffalo, referred to in the previous annual report as the Lehigh 
& Lake Erie Railroad, and it is expected that the line will be laid throughout 
with double track and be in operation by September 30. In connection with 
this improvement, and in order to properly handle the lake and interchange 
traffic, an expenditure of $250,000 has been authorized for additional yard 
and terminal facilities at Tifft Farm, which work is now under way. 

The new double track 1,800-ft. steel girder bridge over the Susquehanna 
River, including the reduction of grades and change of alinement from 
Wysox to west of Towanda, has been completed and placed in service at a 
total cost of $810,818. The credit balance remaining in the special reserve 
fund charged with the cost of this and other Similar work has been credited 
to General Reserve Fund. 

The construction of third and fourth tracks from East Penn Junction to 
a point west of Freemansburg, a distance of 6.5 miles, is completed and a 
further extension of these tracks to east of Redington, a distance of 4.2 
miles, has been authorized and is now in progress. This work, when com- 
pleted, will give a continuous four-track line from Gap Junction to east of 
Redington, a distance of 12.7 miles, and will greatly facilitate the movement 
of traffic. The expenditure to date for this improvement amounts to $300,018. 

The extension of the fourth track from Mauch Chunk to Glen Onoko, 
mentioned in the last annual report, was completed during the year to Coal- 
port Bridge, a distance of 1.25 miles. 

The third and fourth tracks at Bridge 28 were extended to New Market, 
a distance of 1.2 miles. 

To relieve Coxton Yard and to eliminate main track shifting, the third 
and fourth tracks were extended from Falling Spring to Weldon, a distance 
of 1.73 miles, at a cost of $21,842. 

Double track was extended from Morris Ridge to Mt. Carmel, a distance 
of 1.5 miles, making a continuous double track line from Hazleton to Mt. 
Carmel Yard. 

The change in alinement on the Ithaca Branch between Ithaca and 
Willow Creek, a distance of five miles, has been completed, reducing the 
maximum curvature on that section of the line from 6 degrees to 1 degree 
and 30 minutes. 

The car repair yard at Packerton has been remodeled and enlarged to 
accommodate 250 additional cars. 

In order to overcome the present delay to traffic at the Jersey City 
Terminal and provide for increased business, the sum of $350,000 was 
authorized for the construction of three new transfer bridges and a freight 
yard of one thousand cars eapacity at the National Docks, Communipaw. 
This work is now in progress and when completed will relieve the congestion 
at Jersey City and reduce the cost of operation. The plan under which the 
improvement is being made will permit of economical enlargements from time 
to time as necessity may require. Further relief at that point will also be 
afforded when two of the present float bridges are replaced with new bridges, 
made necessary by the use of heavier equipment of larger capacity, and Oak 
Island Yard has been enlarged by the construction of thirteen additional 
tracks. The aggregate cost of this work, which is now well under way, is 
$140,000. 

New double track gravity ash pits of concrete construction, with de- 
pressed track for cinder cars, were constructed at Coxton, the expense being 
$24,049. A combination coal and ash-handling plant was installed at Hazle- 
ton at a cost of $16,496. 

To increase the safety of train movements over the single track between 
Laurel Junction and Silver Brook Junction, a distance of 6.2 miles, a staff 
signal system was installed at a cost of $9,854. 

Automatic signals were installed throughout Ithaca Yard and between 
Jersey City and Park View. 

New stone and brick passenger stations were constructed at Catasauqua 
and Towanda, an’ a new frame station at Mt. Carmel, the latter replacing 
one destroyed by fire. A new freight house was constructed at Canastota, 
and a new brick freight house and transfer shed are in course of construction 
at Sayre. 

A transfer station was established at Depew Junction, for handling 
passenger business via Suspension Bridge, at a cost of $12,546. 

The locomotive coaling trestle at East Buffalo, which was partially 
destroyed by fire in January, 1906, was rebuilt during the year at an expense 
of $27,325. 

Extensive renewals were made to Pier 3, New York, and Wharf No. 2 at 
Perth Amboy, aggregating a cost of $37,114. 

A water tank of 100,000 gallons capacity, together with the necessary 
piping and pumps, was installed at Coxton, and a 34,000-gallon capacity 
tank at Niagara Docks. Two ten-inch standpipes were installed at Maa- 
chester and one ten-inch standpipe at National Stores. 

During the year 71 new industries were located on your Company’s line, 
track connections being made with 28 of these plants. 

65.17 per cent. of the total operating expenses of the Railroad Company, 
or $14,412,015.11, was paid direct to labor, being distributed among. 23,005 
emplovees. 

The principal purchases of real estate have been at Bayonne, Lehighton, 
Wilkesbarre and Buffalo, where additional land was required for the exten- 
sion or enlargement of present facilities. 

The Board takes pleasure in hereby tendering its thanks to the officers 
and employees of the Company for the efficient and loyal services rendered by 
them during the year. 

By order of the Board of Directors, 


BE. B. THomas, President. 
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COMPARATIVE INCOME ACCOUNT FOR THE YEARS ENDED JUNE 30, 1907 AND 1906. 
Lehigh Valley Railroad Company. 


Gross Earnings: 1907 1906 Increase Decrease 
Coal frt. earnings.. $15,110,899.38 $13,248,565.42 $1,862,333.96 ....++++ 
Other frt. earnings. 14,996,672.62 13,934,127.10 a 062, 545.52 ..--- eee 
Passenger momaenes 4,363,452.12 3,971,892.05 392 2 ,060. AT ase e oles 
Express earnings. 373,953.30 367,706.36 6,246.94 ee 
Mail earnings..... 217,792.69 217,745.88 46.81 oe 
Miscel. earnings. 1,005,661.40 1,050,319.82 4 











T’l gross earnings $36.068,431.51 $32,789,856.63 $3,278,574,88 .....-+-- 





Operating expenses: 
Maint, of way and 








structures ...... $3,196,854.34 $3,153,245.22 $43,609.12 ee re 
Maint. of equipm’'t. 6,186,641.83 5,485,794.06 (00,847.77 sciesta ae 
Conducting transp. 12,100,681.44 10,891,953.73 1,208,727.71 eadiecereterane 
General expenses... 630,075.28 621,217.71 8,857.57 .ccsvcce 
Total op. exp.... $22,114,252.89 $20,152,210. 72 $1,962,042.17 1... +++ 
Percentage, op. exp. ———™” Pe ee GS a 
to gross earnings 61.31 Giss «SO spwsay oot od 15 
Net Earnings ....... $13,954,178.62 $12,637,645.91 $1,316,532.71 .......- 
Other Income: 
dividends on stocks 64,893.50 T6004:50 =a ens ees $12,098.00 
Interest on bonds.. 12,810.00 MTSE | swinin sores 3a 11,760.34 
Interest on real es- 
tate mortgages.. 18,113.46 SOBICSS: ..cseces css : 2,503.07 
Miscel. interest.... 254,493.33 BOEDEONL. awicnscrssic $0,052.38 
Net earnings from fe 
miscel. operations 594,824.70 402,124.69 92,700:01 ...00% ee 
Tl other income $945,137.99 $808,851.77 $136, Vy ae eee 








Total income........ $14,899,316.61 $13,446,497.68 $1,452,818.93 ........ 
Deductions from Income: 
Additions and impr. 














to property. $2,068,589.91 $1,570,227.19 $498,362.72 ......66 
Interest on funded 
EU aoe eases 3,546,333.22  3,215,022.22 SEPBIIDO  cwisicectc 
Interest on equipm’t = 
trust obligations. 119,170.00 IBS AST49: .o6dcen'ses - $43,977.49 
Rentals, leased lines 
and guaranties. . 2,200,473.00 se OAS | en ae oe 250.00 
TN oasis din cs 885,908.95 707,039.90 178,869.05 Bie eerons 
Miscel., deductions. 53,888.20 43,754.36 TO TSE B4. | cise enace 
Total deductions 
from income.... $8,874,363.28 $7,994,914.16 $879,449.12 ....... . 
Net income ........ $6,024,953.33 $5,451,583.52 $573,836.81 ........ 
Lehigh Val. Coal + ae ‘ 
Net income ..... 111,250.45 BAGASVAD* Goécecacwate $207,238.74 
Total net income $6,136,203.78 $5,770,072.71 $366,131.07 ........ 


PROFIT AND LOSS ACCOUNT FOR THE YEAR ENDED JUNE 30, 1907. 
Lehigh Valley Railroad Company. 





Dr. Cr. 
Balazice surplus, July 1, 1906........... sceccceses $11,380,915.31 
Discount on general consolidated mortgage 
SRR Se ie ee eae S5;200:00 «©. wisieweciewse 
Dividends of .5 per cent. on_ preferred 
stock aid July 14, 1906, and January 
12, 1907, respectivel Descuncecimecee est 10,630.00  ...6- ona 
Cumulative div. paid on preferred stock. . 116,673.96 ebewawens 
Dividend of 2 per cent. on common stock 
paid July 14, 1906, and dividend of 2 
per ceéut. and extra dividend of 1 per 
cent. paid January 12, 1907........... 2,016,740.00 asienGn eae 
Amount transferred to special reserve for 
equipment to be condemned........... 1,250,000.00 seb ouees eens 
Miscellaneous adjustments ............-- 2,658.58 
Net income for the year ended June 30, 
uo NE ra eer ae 6,024,953.33 
Balance surplus, ee ANG oan sha oo 8 Le. -g | UD ipeneterncacenens 
$17 408, 527.2 22 $17,408,527.22 
Balance carried forward, July 1, 1907............... $14,009,283.26 


PROFIT AND LOSS ACCOUNT FOR THE YEAR ENDED JUNE 380, 1907. 
The Lehigh Valley Coal Company. 





Ratince surnten July 1, 2008. ccs scsies: . soccc sense $1,974,452.52 
Appropriated for improvements.......... $250,000.00 cwcccssess 
Miscellaneous adjustments .............. Si.eGO:..  miwiewiele sas 
Net income for year ended June 30, 1907, 
PERE SUG scien oes sabe ~ Diwtamencas 111,250.45 
Balance surplus, June 30, 1907.......... $1 TST, 300.62... ~ . henen seca 
$2,085,702.97 $2,085,702.97 
Balance carried forward, July 1, 1907............... $1,787,864.32 


CONDENSED BALANCE SHEET, JUNE 30, 1907. 
Lehigh Valley Railroad Company. 


ASSETS. 
Railroad: 

MMM eet. coaches tie! 86 | wteoe a eels $18,639,291.95 
DPE Galera silsa sckien cm serinasedetw 2 Sclsviadwniss 35,726,422.18 
General consolidated mortgage bonds of the 

Company Dela 1n. its TEABUTy.. . 2... cscs savcscvses 7,000,000.00 


Equipment trust certificates of the company 

held in its treasury .. 4,540,000.00 
REN RINE oo. oe rs la el gl cca he Ge h x Sale Se i ers ie ae can se 250.00 
General consolidated mortgage bonds of the 

company in hands of trustee of Warrior 





Sell BOOK DULCHRSS NORGE. 6. cence Sew aiein dws 100,000.00 
I eee oe ee cis see binge | le hmelbwiae ott 2,149,523.02 
Construction contract, Lehigh & Lake Erie 

CRE ec han ce Cac awh Adee aeleiee.  Vesiadis oe wrels 353,574.96 
PRN PROOIBRINO 6.6 ccs s.apseeesiccws ss wiaisile's one 350,200.00 


Securities Owned: E ‘ 
Stocks of railroad and water lines in- 


cluded in Lehigh Valley system...... SPO 36GC:600.59  8 =«-— sia oa 0:3 eats 
Stocks of allied coal companies........ "19; OTE GOete -— adie ws clncerece 
Stocks of other companies............. 5,608,050.00 5 © sb onvcovece 
Bonds of railroad and water lines  in- 

cluded in Lehigh Valley system...... PS ok > 7 | ern ar 
Bonds of other companies............. S,506,00T.8T | sa wdcw vide 
Certificates of indebtedness, Lehigh Valley 

Se RE en rena are LO:SSTOe satis Saintes 


750. ¢ 
Ativanced INSUFANCe PVEMINMES, ...046 00605: WSS Bw Hees 119,687.18 
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Current Assets: 





Cash on deposit and in hands of treasurer $6,612,849.07 PEE Pe 
Cash in hands of officers and agents. sare 25,839.53 a wieee'e se eje 
MORO 1ANd MONE os <n. c, 0: 0 10:5606,4-4 9 9 8G o 6 oe 5 Seas 688,171.84 tae ierevaraie 
Due by station agents............ A han a 1,033,864.20 wa ecers Bese 
Due by individuals and companies...... 2,493,518.74 SEN GR rea 
Traffic balances due by other companies. 426;490:85- = feiecee ccs ae 
PRATES OBES 5:9 236.0 10055.0.0¢u oso so Fao he SS ee re - 
Advances to other compuanies........... TIC CUESe =o Kwan cers . 
Material and supplies on hand......... ZOGRT4G22 Ole we cewues 
ee 13,857,051. 82 
Deferred and Suspended Assets : 
, SUMGTY ACCOUNTS .. 0c ccc ccsescessesesins  ceasaieecies 291,972.42 
DACA TRONS 6 Soe erensaierk sR RSS iw aie.  tetesiereeuaies $155,878,199.22 
LIABILITIES. 
Capital Stock: 
806,696 shares common stock, par $50.. $40,334,800.00 ae late dvit < 
2,126 shares preferred stock, par $5U.... pO) | ee 
—_——_——_—_— $40, 441, 100. 00 
BUI OG 5.6 os 50 o's a ston ooo Sue nee ow eee Tete ee 2639, 000.00 
Pouinment: trust: ODUGATIONE. 6:66i6bcsiewccce% 9 cseieicaone 53°562'000.00 


Reserves : 
Keserve for depreciation of Coxe mines 












BOG MPPODETUIGS s-6.0.6 ois '6:06, dhe 539.8 es eS sree 2;209,5860.06 =a sssce etace 
Special reserve for equipment to be con- 
RNIN IROE a a sca satsavs.i01/0 oi asa’a! oe ea acre eteaa a ahs T2OROOO.CO: ©. ise erererese ote 
Equipment and general reserve funds... DGUL AROS os haisicceevens 
4,550,849.54 
DEORERRICR ON TRA OREREO sicsceeicseesst 06 “Se smbee ees 196,880.55 
interest and rentals Accr poe, Not Due: 
Interest Of TUNICA GEE. 6 ocssiccccvccices $730,135.00 _...... arelereie 
Interest on equipment acai atete ein cia relaranece hig ds | llr nen ow 
Accrued rentals, leased lines........... 406,985:82 ha ers:e00 rate 
a 1,163,895.82 
Current Liabilities : 
PUIVAGCTIOS OAIG 6.6 oo 00.5106 o.ne.ctaccieees BESGEOO  - keesie ero ae 
Interest on bonds due and unclaimed. ee Se dicee woe F: 
Rentals of leased lines due............. Ne ar ee 
June pay roll, since paid.............. 1,195,8938.59 $= = ...eso- sec 
Audited vouchers, including June bills, 
RNIN AMIN os 0 vos.o'0''s :a trove, wrel ors acely-prcta aisle Sie76 2,350,137.63 
Due to individuals and companies....... 127,562.88 
Traffic balances due to other companies. 1,07 7,954.56 
Unclaimed wages ........... ‘ 11,540.31 piel aighe rater eeee 
TAROS QCCPUCT ..6..:05.560%.0 ‘ x PL Ch ia wanes 
Lehigh Valley relief fund............. 28,550:04 =  wcind 
5,443, 084.28 
Deferred and Suspended Liabilities: 
Taxes: ACCEHNOE, NOt GUC. ....cie sc cec cece Ped Oe er ar 
SUNGLY ACCOUNTS. « on 0:60 9-0 vs 08 945s 80,010 OPE NORCO =F eel Setes 
—_—_———. 870,105.7 
PURE SO NOES: Coe tetccasGicctosceeas  —seicercnauae 14,009,283. 36 
Total CAPs: 0 sa xisisels Susan eeu: SewlesGeweeble $155,878,199.22 


Note.—The dividends declared prior to the close of the fiscal year, and 
payable July 13, 1907, amounting to $1,215,359, are not included as a liabil- 
ity in the above statement. 


CONDENSED BALANCE SHEET, JUNE 30, 1907. 
The Lehigh Valley Coal Company. 


ASSETS, 

Dr. 
PEOPRVER OT IDIE |< is a6 5: Ssveek ele Ses oie woe Role DO ee wee $17,565,524.79 
DEMURE ORME! 6 9).a esl oa: <a) Ge 6 st Gk 5-137 vier oN Oa ane e WE cae 350,000.00: 
Advatices for Coal: Mining Rights «0... 0.0 ccc ccccewes aes 5,408,542.02 


Current assets: 
Cash on deposit and in hands of Treasurer.... $493,162.03 


WOMEN) rie CAINE 5 fo-s 5c 0: sus, a.4-904 Gere ole oa tela ec - ..410,347.87 
SiGEK OF CORT OD MOOG <ociscaccc ees csc ces tees 2,665,688.36 
Materials GNG SUPPHes: ooscs cose sccee ecw odes 450,775.13 
UNG FOOL Re cg ono 25, 5 os eleral acters iow aiieievere’* Selene 254,271.28 
Due by individuals and companies ........... 4,394,802.30 


8,669,046.47 
Deferred and Suspended Assets: 
Premiums on unexpired insurance and other deferred assets ¢ 16,398.48 
Trustees of Sinking Funds 





Cash and bonds in the hands of the Trustee.............. “1 1,418,335.66. 
GPOUAT ABSBER,.  ssicic-4 cn ashe eves. 5s icueberconienGieis taiele Binoche $33,427,847.42 
LIABILITIES, 
Cr. 
ee) er erm reree 
RN 5 io 55 aio a ae a Bas Ss ae xara her atone 12,957,500.00 
Certificates of indebtedness .........ccccccvess 10,537,000.00 
——— 25,459,500.00- 
_Current: Liabilities : 
PATRAS WSN cos. 9. 5i5:ar0 sid tw osann ests weber em saad > 7 42 
Wases QUO BAG UNNAIG «165.0666 «eis oc.ow osb0.¥ 080 43 0.95 
Sundry accOuntS payable . ook. cscs aie, Aas, 62 
Royalties on coal mined and due lessors..... 45,651.26 
Bond interest due and payable ............. 6, "600.00 
TATCH GUC AUG DAVHOS cic ckcecesverssrevens 4'331.00 


——————-__ 3, 812.603.25 
Deferred and Suspended Liabilities: 





Royalties received from lessees, not accrued. $153,967.17 

Interest on funded debt, accrued ............ 316,937.50 

MOM MAROON a iaieie NG eho a 6 ais 9 Sie HER ataWes « 51,040.18 

Deferred real estate payments .............. 56,000.00 

BLES TE i aa > Pa ir Se AIO rear anes perme er 2,360.30 
580,305.15 

Reserve Accounts: 

Sinking funds: And Other LOSOPVES: «<. 6 os ieied odie wiv eaidlnrsien 1,787,574.T0 
PTE TN io oo 5 e855 0a oe So Beep BRS le eth Aa eee hee 1.787,864.32 
Total -Rapiitles: 5 csc. 6 Fe.5 E68 Bs Sew sw Ww 6s CoS Gin ce ee 


STATEMENT OF EQUIPMENT TRUST OBLIGATIONS. 
Leligh Valley Railroad Company. 
-———- Interest" 


Date of maturity, Rate, 
Equipment Trust. Principal. annually. per cent. Due. 
Outstanding : 
Series (, ertfs.. $400 000 $200.000 to Tune 1,1999 4% gold Inne-Dec. 


Series D, ertfs.. 900,000 300,000 to Mar. 1,1910 4% gold Mar.-Sept. 
Series E, ertfs.. 164,000 82,000 to Feb. 1,1909 41% gold Feb.-Aug. 
Series F, ertfs.. 160,000 80,000 te May 1,1909 4% gold May-Nov. 
Series G, crtfs.. 400,000 100,000 to Aug. 1,1910 4% gold Feb.-Aug. 


Total........ $2,024,000 
In the Treasury: 
Series H, ertfs.. 540.000 90,000 to Feb. 1,1913 4 gold Feb.-Aug. 
Series I, ertfs.. 4.000,000 400,000 to Sept.1,1916 4 gold Mar.-Sept. 
Pe 


T’l, June 30, 1907. $6,564,000 








